58,920 
3998 
4.545 
68,351 
28,622 
13,432 
73,548 
22,033 
-5,.400 
5,440 
59,951 


24,015 
1.764 
13,885 
2.957 
24,882 
58,365 
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Sir Eustace Missenden on Staff Efficiency 


IR EUSTACE MISSENDEN. Chairman of the Railway 








Executive, has lost no time in replying to the allega- 
tions made in a contributed article to The Railway Review 
the organ of the National Union of Railwaymen In our 
last week’s issue we referred to this article. which made 
some extraordinarily sweeping charges against railway. staff 
Sir Eustace Missenden deals with a number of the points 
n the article and gives specific replies o the suggestion 
lat railwaymen re leaving the service in large numbers 
Ve Week he points out t t ist vear ess than §S§ per 
cent. left wn accorc He so shows that the 

| f trains, both passenge @ freight s in 
proved and continues to improve as a result of strenuous 
fforts nder difficult conditions. b vaymet f man 
les i parts of the country I er. claims 
¢ down b £ 1.000.000 4 er Cceé s esult 
¢ ve yy the ff pre ) neasures S 
Eu Missenden also states t 10 supervisor. loc ffic 
y C thice Ss had S al ty curtailed 
Improved Operating Factors 
The ¢ 1 of the Ra Exec e also shows that 
1 spite f intert co shortages of material. and € 
difficulties. the standard of service mproving. Train miles 
ind engine miles per engine hour have increased: the ave 
ige wagon load is better: fewer wagons and locomotives are 
Te ) 1d e consumption of coal per engine mile 
s less Ir S V e human factor is more prominent 
1 € ranisation t is ever been S Eustace 
Missenden does not deny that there is discontent, lack of 
nterest vad t meKeeping, and delinquency; but adds that it 
oe | question of degree. and not the ~~ nightmare” 
ugg ested Th yority of railwavymen are reasonable 
persons W wish to co-operate in making the railway in 
dustry success Elsewhere in this issue we reproduce in 

Sir Eustace Missenden’s reply. Despite the publication of 

etter on the front page of the Review, the author of the 
urticle with which it deals has continued his series in the same 
ssu id is again very critical of the organisation and control 
now exercised on British Railways 


Union Conflict on Wages Policy 


During the past week the special economic committee 
ippointed by the T.U.C., has continued its consideration ot 
wages policy in relation to sliding scale arrangements and the 
increase in the cost of living. That the discussions have been 
so prolonged 1ey have been going on for nearly two months 


~shows how very difficult it has been for the various unions 


) agree « settlement of the problems arising from thei 
conflicting wage claims At its meeting on Tuesday last the 
economic committee reached an agreement on “ broad lines’ 
ym a Wages policy which it submitted on Wednesday to the 
neeting of the General Council of the T.U€ Little can be 


expected from this latest step. however other than a further 





ppeal te tA nk and file fo ‘continued restraint ~ in pre- 
sen ¢ claims Experience indicates that such 
1 appe s likely to have any marked effect on the claims 
f the ind unions. Recently, the employers asked the 
Confederation of Shipbuilding & Engineering Unions to recon- 
sider the claim for an increase of £1 a week. and a clearer 
ndication of the union attitude will be given when the result 
of the Confederation meeting this week is made known. 


* , * 
C.N.R. Chairman & President 

Mr. R. C. Vaughan. 
from the posts of Chairman & 
National Railways at the end of this year, 
tinguished service to Canada, both in the field of transport 
and in other capacities. Mr. Lionel Chevrier, Minister of 
Transport. announcing Mr. Vaughan’s forthcoming retirement 
in the Canadian House of Commons recently, pointed out that. 
as President since 1941, and also Chairman since 1942, he 
had held office at a time when the Canadian National and 
the other railways in Canada were being called on to carry 
men and materials in unprecedented quantities. The National 


who. as already recorded. is retiring 
President of the Canadian 
has rendered dis- 
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system, he said, had, under the guidance of Mr. Vaughan, con- 
tributed in no small measure to the great achievements of 
Canada during the war. In 1939 the Government appointed 
Mr. Vaughan to be Chairman of the Defence Purchasing 
Board, the first agency on which the responsibility was placed 
of preparing Canadian industry for the war effort. Mr. 
Vaughan’s successor as Chairman & President of the C.N.R 
is Mr. Donald Gordon, Deputy-Governor of the Bank of 
Canada. Mr. Gordon's services as Chairman of the Wartime 
Prices & Trade Board made his name well known throughout 
Canada, and gave him as well an international reputation. He 
played a leading part in the mobilisation of the Dominion’s 














economic resources in war. and in the subsequent transition 
to a peacetime economy. Portraits and biographies of M 
Vaughan and Mr. Gordon appear elsewhere in this issue 
” 

Overseas Railway Trafiics 

After a further advance in operating expenses du Sep 
tember, Canadian National Railways et revenue fo 
current 39 weeks has fallen to £2,129.335, as compared w 
{2.608.665 for equiy period st year Operating 
revenues during the month were up by £299,665 
£14.914.000, but the c¢ espondit creas eXpenses 
£559,665 at £13.583.000 d ne e\ ie fe ry £260,000 to 
£1.331,000 Canadian Pacific R A h eX pense ere 
£10.046.000 during September, « $20,000 Ve in f¢ 
the same period in 1948, though there was also a £548,335 
setback in gross earnings, which fell to £10,784,665 On the 
iggreg however, C.P.R. gross ea es £89,239 000 con 
pare with £€85,195,665 last year, and net earnings are sul 
£896,330 higher, at £2.834,665. A further advance in Gold 
Coast traffics for September brought e uggregate increas 
in 1949/50 receipts to £213,885, at £1.398.009 Traffics fo 
the mont were £205,654, as comp vit {165.677 f 
the equivalent period of last ve 


International Company for Refrigerated Transport 


Since the war, the iilways of Belgiun France, G 
Britain, the Netherlands, Italy, and Switzerland have attached 
great importance to the future development of European inte 
nat al refrigerated transport To find out the best methods 


of organising and developing this type of transport, these 
ways took the initiative of setting up a study company AS We 
recorded in our April 1 issue, a conference opened on that d 

at the Great Eastern Hotel to investigate relevant probiems 
The study company has satisfactorily terminated its work, and 
the administrations of the railways concerned have formed 


the Société Ferroviaire Internationale des Transports Frigo 
fiques, known by the short title of Interfrigo. It is regis 
tered as Belgian co-operative company, with offices 
Brussels, and its aim is to build a pool of rolling stock, and 
to hire out the wagons and operate then The organisatior 


of the company and the building of its rolling stock wi 
require some time, but this practical example of internat 
co-operation W bring about an important development of 
cool transport and be the means of intensifying exchange 
of perishable foodstuffs in Europ 
« 

Railway Civil Engineering Exhibition 

The present session of the Institi tr Uv Engineers Is 
noteworthy f the ly idust e president C 
s being occupied [¢ irst time R . ( { ¢ 
Enginec e act offic Mr. V. A, M. R ( 
¢ eft Cv Enginec B R | R 
gave his Presiden Address on Ne 1. numbers an 

5 pre sors in tl side R ( 








G son f G.W.R t s the * ( 

\ edec Rot S son S 
ve S C 1S { i 1e c 

Ot e fi i M Robertson's 
1 ( g ‘ k S proposed 
to rid 1 exhibition of the work of t 1V CIV WIN 
| TT ght, beg y J VI if x tne N ( 
SOU Readin Rooms n le £ d { e Instit oO! 
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preliminary arrangements provide for an exhibition dire 
primarily to the technical man (although the public w 
admitted) and divided into the main headings of earthw 


track, tunnels, bridges & viaducts, and buildings. Alth 
many of the exhibits are expected to be found among 


wealth of material preserved by the British Railway Reg 
models of station buildings and famous 
from private collections, and any reader possessing sucl 
communicate with the office of the Chiet 
Waterloo Station, London, S.E.1. 


bridges are s 
is invited to 


Engineer at 
~ * . - 


R.H.E. Headquarters Organisation 

Elsewhere in this issue we give an organisation chart 

» the headquarters of the Road Haulage Executive. We 
given charts for the Railway Executi 
Transport Commission There are differenc 
nisation between the Road Haulage Executive and the 
way Executive, the principal of which is that the former I 





previously similar 


e British 


laure 






rather than 





sed y on the divisional system 





purely functional line from Executive Members to depart 


eads. Each full-time Member of the R.H.E. is respons 
ictions Which are charged to Chief Officers. The du 
ire administrative, and their contact with the 

sions is through the Divisional Managers Account 


consolidated headquarters to Save layer lowe 


organisation, at divisional level The objective 
ed. is to keep the sonnel as small 





headquarters pet 


t is swollen by reason of the need to de 


from 


t present 


volume of work arising ucquisitions ot 


t work is tempora 


It is recognised that this 


extraneous to the 


Isinesses 


In sO Tar as it Is business of 


running 


it will be discontinued, and staffs reduced. as s¢ 


JOSS 


Philosophy and Efficiency in the Railway Industry 


In a paper entitled “Philosophy and the Human I 


Relation to Railway Work,’ which he read _ before 
Railway Students’ Association, on November 9, Mr. J. ¢ 
I Member of the Railway Executive, put forwar 
doctrine that was both detailed and practicable Mi I 


had chosen to deal with the subject not in an acad 
vay, as derived from textbooks, but on a 
railway experience. The three ingredients of 
ability in whatever capacity a px 
vas employed, common sense, or personality, and 
advocated acquisition of proficier 
lopment of a high degree of commonsense. anc 


est in those fellow human beings with whom it was ne 





personal basis 
Ss own 
) life were technical 
luck 
personal 


the increased 


aeve 

S to work. The success of 
part being efficient in 

‘thers to develop the strength of the 


and combining witt 
whole. To act 


itself 


his efficiency the organisation and human relations must 
developed togethe 
* * # * 


London - Southend in 50 Minutes 
One of the interesting of recent timetable 
that of 50 min. bookings over the 
Street and Southend The 5O min. 
of the London, Tilbury & Southend service 
Ss taken ove! by the Midland in Aug 


most 


rains We 
! 
old 


vVnen that company Wa 





912, the result was to stir up the then Great Eastern Railw 
1ost incredible feats of speed in order to approac 
is possible to the Midland times over the former's lo 

S miles, The G.E.R. bookings ot 
of trains in each direction were 
le; they included such start-to 

22 min. for the 20°7 miles from Shenfield to P 

\ d maximum speeds up to 80 m.p.h. became co! 

Southend cl Moreover, the G.E.R. introduc 
it \« id ope ted it iS st sreakfast Cal up 

iddat in the afternoon, also as a suppe 
t p and down evening expresses After the 

18 the restaurant car disappeared, but the very 

were gradually reintroduced and even curtailed 

L.N.E.R. days, the quickest being 57 min. down and 55 


» Between the wars. however, the L.M.S.R. was content 


a railway organisation depend 


restoratie 


35:7 miles betws 




















ViiMw 


Vovember 11, 1949 THE 
inimum time of 55 min. from Fenchurch Street to Southend 
{ 52 min. in the reverse direction. It is thus of particular 
erest that on the taking over by the Eastern Region of the 
Southend line, one of the first steps has been to restore the 
L.T.S.R. 50-min. schedules. 


* * « * 


t 


el Casting of Locomotive Components 

n recent years, considerable changes have taken place in 
steam locomotives, and steel castings 
being used in increasing quantities; also, 
ue and equipment in steel foundries have resulted in the 
luction of castings possessing qualities much superior to 
pre-war days 


use of 
ngs in 


tht saving and long 


detailed design of 


improved tech 


se of Che development of the steel 
construction often has 


life of the component; as an illustra- 


locomotive resulted in 


cast-iron cylinders in the design of certain of the 
vier types of locomotives, have been replaced by cast-stee 


iders, bushed with cast-iron liners In normal circum 
ces these cylinders should last the life of the locomotive 
have the additional advantages of saving in weight and 
of repair by are welding As regards repairs in railway 
kshops, cast-iron cylinder liners. completely machined, can 
eld in stock, finish machined against replacements bet 





ocomotive is received in the shops. Another advantage o! 


Stee] crossheads from the production S 





point of view of 

they require less machining hours than those manu 
tured from steel forgings Further reference to this sub 

is made elsewhere in this issue 

Control Working at its Best 

iticisms have been levelled at times against the method 
vVhich control offices regulate passenger train working 
efly when trains have been delayed and often hen the 
tic has had no knowledge of the real reasons behind the 

and it S therefore t matte Of interest to set n 

rd oa piece of particularly smart control working 


e under our The 1 p.m Midday Scot” 


notice recently 


n Euston to Glasgow had been stopped at Bletchley fo: 

1) min. because of brake trouble The following 1.22 p.m 
Blackpool was diverted to the slow line through Bletchle 

d so got ahead; the latter left Rugby 10 min. late, and the 
Glasgow train 37 min. late The Midday Scot ~ was headex 
4-6-2 locomotive No. 46256 Sir William A. Stanier, and 

t was evident from his running that the driver was kee 
ecover the lost time, control turned the Blackpool train 


the slow ile the latter was 


line at Attleborough, and w 
ining slowly through Nuneaton, the Glasgow express passed 


speed and once again got ahead, with the 1.22 p.m. follow 
from Ashby Junction. Eventually the “Midday Scot 
ched Crewe 25 min. late, and Carlisle no more than 8 
late. having picked up 32 min. in running over the 
Western Division 
‘ ‘ 


Locomotive Manufacture in India 


er many years it has been the 

Government of India to build a substantial proportion 
the locomotives required by the Indian Railway Board 
that the railways in India might be less dependent on out 
supplies The Tata Was a first step in 
} More recently i 


laying-out of a larg 


declared policy of the 


project this direc- 
further 


modern 


has been reached by 


works at Chit 


Stage 
1 ie 
hOcoOMOUVE 








njan. about 140 miles north-west of Calcutta. Here a new 
vnship. complete with houses, shops, hospital. schools 
emas. and social centres. is being built he 

Mr. P. C. Mukerjee as General Manager of 

Locomotive Works was recorded in ! August 

yortrait and some biographical deta were give 1 ou 
Yten per y wsue. 


Wi is, In AIS 


Mr. W. Cyr il 

stitution of Locomotive Engineers on October 19. referred 
greement whic is been reached between the Britis 
omotive ‘manufacturers and the Indian railway authorities 
ssist in the establishment of tl Chittaranjan Works. Fo 

nv years. since the first railways were laid down tin India 
British manufacturers have supplied very irge numbers olf 


comotives to India and have enjoyed the closest relations 
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with the authorities there. Obviously it is a matter for regret 
that. so far as this country is concerned, the demand from 
India for locomotives is likely to be much smaller in the 
future, but the British builders have had little option but to 
recognise the force of Indian aspirations in this matter and to 
appreciate the point of view of the Indian legislators. 

In a statesmanlike move to meet the new conditions, the 
British locomotive manufacturers have expressed their willing- 
ness to provide technical assistance for a limited period. This 
technical aid will take the form of sending out trained per- 
sonnel from British locomotive works, who will supervise the 
layout of the works in India, of training Indian labour in pro- 
duction and of Indian staff into 
British periods of training in British methods. 

In return, British manufacturers will receive orders for 
and also for to tide India over the period 
hittaranjan Works come into production. Present 

India are that output at Chittaranjan will 
i year in five years. The production of 
principal Indian Tata, is not likely to be 


100 locomotives a year, so that on the basis 


methods, receiving technical 


works fol! 
oCcOoOMOlVes 


parts 


expectations in 


V locomotives a Ve 





works. 


eXcess Ol 





yf esent and potential motive-power needs in India there 
will remain a very substantial gap to be filled for a good 


many years to come. Presumably, in the light of the efforts 
Whit the B sh industry is now making to assist the Indian 
ways in their present needs.- it will receive favourable 
considera 1 the meeting of requirements in excess of 
10se Which can be filled by Indian production. 
Before the formal agreement is signed there are many 
cuestions of detail to be discussed with the Chief Commis- 


sioner and other Members of the Indian Railway Board 
Negotiations are to take place in New Dethi, and for this 
purpose the Locomotive Manufacturers’ Association of Great 
i India The members of this 
leave England next week, are Mr. Gerald 
in W. Vaughan, Mr. J. N. Compton, and 


biographical details of each of whom 


Britain is sending a mission to 


nission, which will 
Col ingwood Mr Jo 
Mr. K. Cantlie, 


ire given elsewhere in this 


some 
issue 


. 


Long Welded Rails in the Cascade 
Tunnel, U.S.A. 


~~ he use of long welded rails in the 
United States is enewal of four 
miles of track in the Cascade Tunnel, the longest tunnel in 
North America. The tunnel. which is 7 miles 1.397 yd. long, 
carries the main line of the Great Northern Railway from St. 
Paul to the Pacific coast through the Cascade Mountains. It 
was completed in 1929, and the railway was laid with 110-lb 
rails, rolled to the standard American length of 39 ft. With < 
to obtaining running and lower maintenance 

the through the tunnel 


nteresting example of 


afforded by the recent 








view smoother 


costs it 
ith long welded lengths of 115-1b. rail. 

Pressure welding equipment was hired from the Oxweld Rail- 
road Service Company, and installed at Scenic, near the western 
Thirty-four standard rail lengths were 
de-stressed by heat 
given a 


was decided to repiace track 


W 


portal of the tunnel 
welded into a continuous length of 1.326 ft., 
treatment, flaws, cleaned, and 


magnetically for f 
Three of these lengths were the 


tested 


coat of anti-corrosive paint 

loaded on to a train of 25 flat cars, fitted with rollers, and 
moved into the tunnel. The flat cars can carry up to 12 rail 
lengths, but only three rails were moved at one time, because 


tratiic 
track. 


imposed on the work by passing 





hrough the tunnel, which carries only single The 
s were unloaded by pulling the train forward slowly, after 
a clamp d been attached to the rail end and secured to the 
track by steel cable and shackle. Care was taken to un- 
d the new rails as nearly as possible in their final position 
Beri . en il of the track was idertaken, the old 
104 in. single-shoulder base-plates were replaced with 
8 124 in. double-shoulder plates. This was possible be- 
cause the width of the base of the new rails was identica! with 
it of the old track. In carrying ou ving, the spikes 
} re Inside of the old ick were with iwn nd the ils 
ned o the cess with crowbars The new s were then 
placed in posit nd the spikes re-driven Such was the 
emarka g 1 condition of the se-plate seats that the 
STULL Je s d ! y Xu ‘ L TK y id7 ei ‘ s eLtSS n t 
clean away the dirt and grease 
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When the new rails had been laid, the ends were hand 
welded, and tested for — If it was necessary to restore the 
road for the passage of trains after two rails had been laid, 
and before the joint ae be welded, angle bars were secured 
to the joint by special clamps. The time required for trans 
porting and unloading three of the long rails was 2 to 24 hi 
and about the same time was occupied in hand welding and 
testing a joint. 

The time required for a gang of 40 men to lay a }-mile 
length 
about 


by the provi 


t rail and adjust the spacing of le 


( 
, hr 





nting on an elaborate scale 





by the fact that the railway through the tunnel is electrified 
on the overhead system. Large refuges. with room for 25 o 





1,000 ft 
cut spikes in every bas« 


are gauge spikes, and the other two are 


30 men, are provided at intervals of 

The new rails are 
plate. Two of tl 
holdir 1g-down 


base-plates. [he rails are 


secured by fou 





Spikes driven into holes in the outsides of the 


anchored by 48 grip-type anchors 





in each 39-ft. pane To provide anchor in both direc 
tions, these are applied in pairs for each rail against both 
faces of alternate sleepers. Insulated joints are inserted in 
the track at intervals of one mile by cutting the rails 





a power Saw ind drill ng holes for bolts fhe work ¢ re 
ing the four miles of track at the eastern end of the tunne 


was begun on May 16, and has now been completed. It is 
planned to lay long 


tunnel next yea 


welded rails in the remainder of 


Variations in Regionalisation 
D‘ RING the first century of the industrial growth of this 
country, the largest unit of local administration was the 
ancient geographical county, of which there are 52 in England 


and Wales. Just over 60 years ago the Local Government Act 


of 1888 increased this number to 62 administrative counties by) 
dividing Yorksh re | ne snire SUS x Sul h K 
counties of three othe rritories id ¢ ng t County of 
London. 

In addition, there are 83 count DO r} towns witl 
the status of county), making 145 count ( \ 
Were constituted the planning authorities nder t Tow 
& Country Planning Act of 1947 The ed f larger un 
than the county was felt during t 1 of expar fte 
the first world war, and actually it w { SJ C 
brought matters to a head. The | l 
cial bus and coach services after 1919 wed the practic 
bility of controlling the moto hicle satisfactori 


designed for local horse V ehicle s. and eventually tl R i | 
Act, 1930, was passed. While this was in prepar } 
County and Municipal authorities pressed strong] 
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yn by themselves of licensing powers, but it was dec Jed 

larger unit was essential, and, therefore, the country was 
Then, in 1931, the ¢ a] 





Electricity Board prepared a regional organisation for C 
tricity supply, dividing the country into seven “ e 
\reas ” for the purposes of the grid (in 1947, the Electric 
divided England and Wales into twelve areas for the Elec 
Boards, at the time of nationalisation) 
Among the precautionary steps taken in 1938 was « 
the regionalisation of the country to meet the threat to l 
overnment which would result from invasion, and il 
Defence Regions were established, which were based e 
Road Licensing Areas, and also became the wartime Re 
Transport Areas. 
\! the war, the Civil Defence Regiona 
eased to apply, but the areas continued to be 
( Ministries for the decentralisation of their w 
194 he Treasury udopted s “standard” certain ns 
hich corresponded closely to the Civil Defence Regions Se 
e used by several Ministries, including the Admira 
Ministry of Supply, and the Board of Trade: and 
mstitute the areas of Regional Boards of Indust: 
; deviations, these regions are also used by severa 
M es. The Ministry of Town & Country Plannin 
sé areas for its Regional Planning Organisation 
dev only very slightly from the “standard” patte d 
same scheme is used by the Land Commission 
Board of Agriculture & Fisheries, and by that board's 
{ sation Officers 
Since 1945, a system of regional organisation has been adopted 
’y many public services, principally in connection with 
ution, and these include railways, the coal industr 
city, gas, and hospitals. In some cases, it would be dif 
» adopt the standards by reason of physical features. Th ¢ 
co ndustry is obviously governed by the extent of the - 
fields, and railways are influenced profoundly by the existing 


*viations, and it is far 








ture of the 


[CANAL AREAS| 
— i ee 


Nevert S 


and unnecessary es 


former main-line companies 
be far too extensive 
from helpful to an industrial 
Regional Board 


ippears to 


to find it is in the area of one 


of another for electricity supply, and of vet 
supply. 

transport, despite the fact that muc 

s transport facilities has come under the 
British Transport Commission, there appears to 


Road Licensing Areas, the Road 7 
Yr 


Freight) Divisions, the Railway Regions, and s 


ynship between the 


n. in the event of the Passenger 
| 


boundaries of the two so 


, 
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THE RAIL" 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Cross-Channel Fares 
93, Offington Lane, 


Worthing October 15 


To THE Epitor oF THE RAILWAY GAZETT! 

Sik,——I have just consulted the Summer 1949 leaflet and | 
notice that the cost ot third class return to Dieppe from 
London is £5 Is.—wihereas the fare for the whole distance to 
Paris is only 10s. 6d. more. This ts also true of the Dover 
Calais route. 


By studying the general level of fares would be apparent 


that they are not based on the mileage so much as on the 
demand The rate of fares charged for the sea crossing 
would seem to be very high, and | would like to know it 
British Railways could do something to ameliorate this before 
the next year’s tourist traffic commences 
Yours faithfully 
B. P. TROUNG! 
Merits of the Railborne Vehicle 
Phe Deanery, Stanley 
I ilkland Islands October | 
To 1HE Eptrork OF THE RAILWAY GAZETTI 
Sir.— Your correspondent. Mr. P. Latham Jones. in you 
issue of August 19 seems to omit the main point in favout 
of the railborne vehicle, namely. that the frictional resistance 
to motion between steel rail and steel wheel is appreciably 
less than between rubber tyre and ordinary road, and in 
consequence un engine of a given power can move a heaviel 
load on rail As to vibration, it is easy to read book 
in a tramear, p yssible tn a trolleybus, and almost Impossible 
in a motorbus This is because the short-wave vibrations of 
the motor vehicle are far more shattering than the long-wave 
movement of the tramcar 
Vibration has its effect on the vehicle is well as the 
occupants, and the tramway and railway vehicle gives 
iot longer iife of useful service Is there a motorbus stil 
running in London which is older than London's youngest 
cramcar? In South London are a number of roads flanked b 


long gardens, relics of a bygone age and no longer serving 

useful purpose. I have often wondered whether these could 
be made use of as for reserved tramway tracks. By 
careful planning they might be iinked at a minimum of 


Sites 


cost with the Kingsway Subway and a useful inner area rapid 
transit system built up at a minimum cost. 

The tramway might also have its place alongside the 
urterial road where there has been ribbon development 
[here is usually plenty of room and would operate 
feeder to railway and underground at suitable interchange 
points, relieving the road itself of the stopping motorbus 
which is such a hindrance to fast motor trathc. But there Is 
beund to be a bias towards the road vehicle so long as road 
traffic is subsidised in that it does not pay the whole cost 
of road maintenance through taxation. whereas the railway 
and tramway pay the full cost of their track 

Yours faithfully 
R. G. R. CALVERT 


Southern Region Train Working 


Lic. Road, Armadale. S.1.. 
Australia. September 29 
RAILWAY GAZETTE 


Wynnstay 

Victoria, 
THE EpIToR OF THI 

Sir.—As far as I know. no details have appeared in your 
journals regarding the peak-hour traffic of the Southern 
Region lines arriving at London termini each morning. For 
some time I have been endeavouring to discover which hour 
would show the number of trains arriving at all the 
London termini combined. 

In the period of 59 min. between 
trains are scheduled to arrive at, or London Bridge 
(High Level) and Blackfriars, pass through the main London 
stations. The details shown for the various lines do not 
necessarily mean that the particular period is the busiest 
for that line. For instance, there are 18 arrivals between 8.37 
and 9.36 on the Windsor line. and there are 17 arrivals 
between 8.28 and 9.27 over the through lines into Victoria 
But taking all the termini into consideration, the combined 
arrivals for all of them total 220 in the busiest 59 min. 

It is of interest that 14 trains during this hour are steam 
hauled, 3 into Waterloo. 1 into Victoria from Oxted, and one 
Continental Boat Train (the Night Ferry), 3 into London 
Bridge from the Oxted line, and 5 into Cannon Street not 


To 


greatest 


8.26 and 9.25 


with 


a.m. 220 


1Y GAZETTE 


November 11. 16:9 


London 
for Charing Cross. 
The figures for Waterloc do not include “empty 
from Clapham Junction Yard, or empty trains into \ 
The figures accurate as | have been able to co 
but they may be open to correction from official source: 


calling at Bridge. one stopping at London B 


are as 


NUMBER OF TRAIN ARRIVALS AT S.R. LONDON TERMINI IN OWE 


HOUR 8.26-9.25 A.M 


Line or group 


of services 


London N 
tat arrival times i 
Waterloo 7 


Windsor lines 8.29— 9.23 
Main Suburban 8.27--9.23 
Main Through 8.27—9.25 


Jes 3 ex-G 


iildford (via Claygate) and | each ex-Teddingt 
C tand Epsom 
Victoria Suburban 8.2 9.24 
Main Througt 8.28-—9.21 
Eastern 8.26 9.20 
cludes 3 ex-Epsom, | ex-Seihurst 
ides Paris ** Train Ferry."’ 
Blackfriars Catford loop and Cryst 
Palace 8.27 9.13 
Bromley and Wimbled 8.35--9.23 
Gillingham 8.54 9.25 
Dartford lines 8.37—9,23 
London Bridge South London 8.30. 9.22 
T 1 is) Main Suburban 8.26- 9.21 
Main Througt 8.26 -9.23 
/ jes 3 ex-Sutto 
London Bridge Mid-Kent 8.29 9.25 
H Level) Sevenoaks Orpingto and 
Bromley 8.27 -9.24 
Dartford lines 8.28 9.20 
Kent Coast, Hastings and 
Ashford lines 8.32—-9.20 
Tota 


ides 2 ex-Gillingham Maidstone 






) Five for Cannon Street, not calling at London Bridge 
Yours faithfully, 
W. A. SHEPHE! 
Swansea Valley Services 
80, Longmead Avenue 
Bristol, 7. October 
fo THe Epirok oF THE RAILWAY GAZETTI 
Sin.—Whilst wandering through the pages of the cu 
Western Region timetable | have come across a_ passe 
service which leaves no doubt as to why people in some dis 
ricts forsake the rail for the road. The service concerned 
s that on the former Midland line between Swansea (St 
Thomas) and Brynamman and it Is so sparse that one would 
hardly think that it would be worthwhile to operate it 
The service is particularly sparse above Ystalyfera. lt is 


not possible to reach Swansea on Mondays to Fridays from 
Brynamman, Cwmllynfell, and Gwys until 1.34 p.m. All three 
places are well populated and have their stations in central 
Cheap day and half day tickets are advertised from 
these stations to Swansea, but who would make use of them 
when the only train back from Swansea to above Ystalyfera 
n the afternoon or evening is 5.25 (SX) or 6.30 p.m. (SO) 

The other branch into Brynamman (ex-G.W.) from P 
tyffynnon, on the Swansea (Victoria) to Llandilo line, has 


Situations, 





slightly more useful service and it may be worthwhile to work 
the two Brynamman branches by a through train between 
Pantyfiynnon and Swansea (St. Thomas). Some of the trains 

the former Great Western branch run through from 
Lianelly. 


Working the two branches by one train would do away with 
the shocking waste of keeping two stations open in Brynam 
man. One is just across the road from the other and a short 
spur connects the two. There is no means of distinguishing 
the two stations by name now that all former L.M.S. line 
in South Wales are Western Region. although it might be 
possible to extend the system, somewhat open to criticism, 0 
renaming stations which the Southern Region is_ using. 
Carmarthenshire and call them Brynamman East and West 

Unless something is done this interesting railway byw 
will go the same way as the neighbouring Ynisygeinon Junc 
tion-Colbren Junction section which had the disadvantage 
however of being located too high up above the valley and 
the villages. The Swansea-Brynamman branch has one great 
disadvantage, however, in its inconveniently situated Swansea 
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terminus. There is no reason, however, why this section 
should not pay its way, as a number of the lines which come 
down the valleys to Porthcawl, Bridgend, Cardiff. and Newport 
ate reasonable services and the trains are well patronised, 
ticularly at weekends 
Mention of Brynamman calls to mind the poor deal which 
neighbouring mining town of Gwaun-cae-Gurwen has 
ived from railway communication. The only passenger 
vice it ever had was from Garnant on the Great Western 


Brynamman branch which was too indirect to be useful and 
withdrawn in 1926 A branch to connect jit with the 
Swansea District lines at Felin Fran, which would have been 
useful, Was never completed. It is still connected with 
Id Midland Swansea—Brynamman line by purely 
ral line. A passenger service over this short stretch of 


would have rendered a very direct service to Swansea 
Yours faithfully. 
1, F. BURRELI 
The Late Sir Herbert Walker 
56, Curzon Street, 
London, W.1. November 5 
To 1HE Eptror OF THE RAILWay GAZETTE 
iR,—Your obituary notice of the late Sir Herbert Walker 
came to my notice lately, and perhaps you will permit 
to make some comment on it 
was associated with Sir Herbert during the whole of his 
vay Career of sixty years and can speak with some know- 
of him. It would certainly be incorrect to deny him 
nality. Much of what goes on in the administration does 
see the light outside the railway. and Walker. during his 
y service on the L.N.W. Railway, was the originator of 


y improvements. But it is quite true that in his later 
vice he deliberately contented himself with watching other 
yple’s eXperiments. adopting them, or not, according to 


success or failure. In this I think he was right. in the 
interests of his railway He had no desire to push himself 
forward. His life’s aim was to make the Southern Railway 

cient, and he certainly did so, and in doing it established an 

t de corps Which was exceptional 

You probably had no space for remarks of his work during 
the 1914-18 war. As Acting Chairman of the Railway Execu- 
tive Committee he did marvellous work, and his patience, tact 
d industry were the main cause of the success of that body. 
In my opinion, no greater General Manager of a railway 

ippeared in this country, or any other. 

Yours faithfully, 
F. H. DENI 


Mechanical Transmission for Diesel 
Locomotives 


325. Salem Road, Union, 
New Jersey. U.S.A. October 10 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sin,—The preview presented in the July 1 issue of your most 
interesting paper of the new 4-8-4 diesel locomotive unde 
construction for the British Railways, prompts me to offer my 
sincerest congratulations to the sponsors. 

fo those who follow with dismay the consequences of the 
policies imposed by the Wall Street locomotive experts on our 
iilroads, the appearance of a quill drive and mechanical power 
transmission on a diesel main-line locomotive is most welcome. 

Having studied closely the Accident Reports which are pub- 
shed by the Interstate Commerce Commission, so far as they 
pertain to the frequent derailments of the diesel-electric loco- 
motives on U.S, railroads, | am of the opinion that the quill 
irive should prove to be a very decided improvement. Not 
oniy will it greatly reduce the hazard of seizures of the motor 
nature with the ensuing danger of false flanges due to skid 
ng of the locked driving wheels, but it will also greatly 
nprove the riding qualities at high speed of the diesel type of 
locomotive 

In so far as the mechanical power transmission is concerned. 
| also dare predict that a vastly more reliable diesel locomotive 
vill be the result 1 shudder to think what a nose-suspended 
electric traction motor weuld mean on, say, the Indian railways 
during the monsoon season. The speed limit of 50 m.p.h. 
mposed on steam power due to the danger of spreading the 
track would have to be lowered still more. as the water splash 
would short in no time the electric equipment. In the U.S.A. 
lines like the St. Louis Terminal RR. Association cannot 
operate their diesel shunters at flood periods of the Mississippi 
The new British Railways diese] locomotive design seems there- 
fore to be the most significant step forward. 

Yours very truly, 
GEORGE MOHNEY 
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Petrol Railbuses on an American 
Branch Line 


Greenways, 
Sunningdale. October 23 
To tHE Epiror of THE RaAiLWway GAZETTE 

Sik,—In view of the alarm of your correspondents at the 
fate of certain branch lines, | would take this opportunity of 
showing how one railway at least has successfully combated 
the decreasing receipts on one of its branches. 

The Missouri-Pacific Lines own a subsidiary company 
known as the Henderson North Shore, which operates a branch 
running out of Houston, Texas. Until some few years ago 
this was electrified on the overhead system, but in recent years 
this line could not balance its books, until electric operation 
ceased in favour of petrol-driven buses fitted with flanged 
wheels 


The engine develops 168 b.h.p.. and has mechanical 
drive giving three forward and one reverse gears. The seating 
capacity is 48, and the driver forins the total crew. The 


maximum speed of these buses is 65-70 m.p.h.. but due to 





Petrol railbus operated by a subsidiary of the 
Missouri-Pacific Lines 





Railbuses in inspection shed 


Photos {Lord Garnock 


poor track and their light weight. a speed restriction of 38 
m.p.h. is in force 
From an operating and mechanical point of view, capital 
expenditure included the installation of a 15-ft. electric turn- 
table at one end of the branch (there was a triangle already at 
the other end), and the building of a small inspection shed, 
with the rails raised 4 ft. 7 in. above the floor level for main- 
tenance purposes. A steam engine is required to work the 
daily freight train. 
I suggest that some scheme of a like nature could be adopted 
for our branch lines as an alternative to closing them. 
Yours faithfully, 
GARNOCK 
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The Scrap Heap 


CHEAP AIR TRAVEL 
Air travel at nearly a halfpenny a mile 
cheaper than British Railways third-class 
rate is here. It is announced by Air 
Vice-Marshal Donald Bennett's private 
charter company, Fairflight Limited. 
Travellers who charter their converted 
‘Tudor” air-liners will be offered two 
classes of air fare. The “Tudors” will 
carry 72 airist class passengers at 2d. a 
passenger mile, as compared with British 
Railways third-class fare of about 2-45d. 
a passenger mile. For the luxury class 
only 42 passengers, at 3d. a passenger mile 
will be conveyed; British Railways _first- 
class fare is about 4:-ld—From _ the 
‘ Daily Mail.” 
* ‘ * 
THE Jim Crow CAR 
As the train drew across the borde 
between New Mexico and Texas I was sur- 
prised, on a recent visit to the United 
States, to see all the negroes in the coach 
get up and begin to make preparations to 
sit together. When the train stopped at 
El Paso they moved in a body along the 
platform to a coach at the end of the train. 
Then I realised what it was all about. 
Texas stands for segregation—for Jim Crow 
cars, for eating in separate restaurants, for 
sitting in separate rail coaches, for doing 
all the things which make white and black 
people in the United States realise how 
different they are.——Leonard Lindsay in 
“John O'London’s Weekly.” 
* * * 
PAINLESS EXTRACTION 
A hue and cry has been raised by Ital an 
police to discover a “chloroform gang 
which has been reaping a rich harvest from 
trains by spraying narcotics and stealing 
passengers’ luggage and wallets. A force 
of train detectives has been recruited to 
travel as decoy passengers. 
Giovanni Bragiotto, a rich farmer, who 
was travelling on the Bologna-Rome 
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express with his little daughter, and a 


woman were the latest “* victims,” bringing 
the total to 24. Just after the train left 
Bologna a smartly dressed man with a 
rather wild look entered the carriage, and 
asked if the seats were booked and went 
away. A few seconds later they all went 
soundly to sleep and awoke in Rome Sta- 
tion with bad headaches—robbed. 

Police now warn passengers to keep 
windows open and report to the guard any 
suspicious travellers.—Elizabeth Mac 
kenzie in the “ News Chronicle.” 


* * * 


100 YEARS AGO 


From THe RAtLWay TIMEs, Noy. 10. 1849 


SOUTH-EASTERN RAILWAY. 


A NEw system of laying down the permanent way 
has been adopted by Mr. Barlow, the engineer-in- 
chief upon the above line, near the London-bridge 
terminus. After a traffic of four months with he avy 
engines and trains, the result has been such as to 
justify the expectations that a large reduction in the 
working expenses will be effected. Our contem- 
porary, the Mining Journal, gives the following 
de —— of the plan :— 

By the new system of permanent way the cross 
wooden slee per and wooden key are entirely dis- 
pensed with for what is stated to be a far less 
perishable material—viz., cast-iron. The joint 
sleepers, which have three chairs cast upon them, 
are 5 fect long by 16 inches wide, and three-quarters 
of an inch deep; and the intermediate sleepers are 
3 feet 4 inches long, and are of the same width and 
depth as the joint sleepers. The sleepers are di- 
vided longitudinally into halves, and are screwed 
together, so as to clasp the rails vice-fashion. By 
this means the line becomes a continuous bar of 
iron, but the motion of the engine and train over it 
is less irregular and less unpleasant than upon the 
ordinary cross sleeper road. ‘he total weight of 
these cast-iron chairs and sleepers, required fora 
double mile of railway, is 280 tons, which, at 42. 5s. 
per ton, for which it is stated the materials can be 
purchased, would give 1,200/. per mile. The 
wooden sleeper is estimated to last from eight to 
fifteen years, and, when decayed, it is utterly value- 
less. The iron sleeper will, it is said, last forty 
vears, and when no longer serviceable, it can be 
recast at a comparatively small expense 


a * * 


HALFPENNY SHILLINGS 

Arrested at Oxford Circus Underground 
Station after he had been seen to cut down 
a halfpenny with a pair of scissors and 
put it in the shilling slot of the ticket 
machine, a shoemaker was found to have 
13 tickets on him. Thirteen cut down half- 
pennies were found in the machine, and 
he admitted that he had used them to 
steal the tickets and 10s. 2d, change.- 
From “ The Star.” 


* * * 


‘SAFEST DRIVER IN THE WORLD ” 
Recently America 
Angeles bus driver 
driver.” 
a plaque 


acclaimed a_ Los 
as the * world’s safest 
Proudly they presented him with 
recording that he had carried 


3,750,000 passengers over 750,000 miles 
without accident. 
Shortly afterwards, three London bus 


drivers totted up their figures, and found 
that, although they had driven “only” 
550,000 miles through London’s crowded 
streets, they had each carried 9,000,000 
passengers in perfect safety. 

Now a Farnborough driver, who drives 
for the Aldershot & District Traction Co. 
Ltd., has worked out statistics which prove 
he has beaten the American “ champion 
of the world” on both counts. In 39 years 
of accident free driving he has driven 
1,170,000 miles and carried 5,000,000 
passengers. He has driven the equivalent 
of at least 47 times round the world.- 
From “ The Evening News.” 
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A RELIC OF THE CORNWALL Rati way 

We have received from a corresp. ndent 
a luggage label which we reproduc low. 
[his label was issued by the forme Corn 
wall Railway. An amalgamation dis- 
solved the company on July 1, 18 but 


C, R. 





Liskeard to 


Bickleig 


since the amalgamation. in 1876. of the 
associated companies working the |ine (the 
Great Western, the Bristol & Exeter, and 
the South Devon) the Cornwall Railway 
had to all outward appearances been an 
integral part of the G.W.R. 

+ * ¥ 


AN ExpRESS TRAIN HOAx 

The story can now be told of hoax 
that caused the 10 a.m. express from 
Kings Cross to Edinburgh to be stopped 
at York and delayed for 12 minutes. A 
passenger saw pinned to the door of a 
locked toilet a notice reading: 1 am 
going to hang myself. Tell the police.” 

The passenger informed the guard and 
a note asking for the information to be 
sent to York was thrown from the train 
to a signalman. The train was stopped 
at York, and, over the — broadcast- 


ing system, railway police were asked 


to investigate. The door was broken 
open, but there was no one voll 

An official of the North Eastern 
Region at York said that Central Control 


stopped the train at York. Police who 
opened the door wired to Edinburgh and 
asked police there to make further in- 
quiries. In Edinburgh and York the in- 
cident is regarded as a hoax.—From “ The 
Yorkshire Post.” 


* « s 


While London Sleeps 
(“Women clean fluff from rails in Tube 
tunnels."—Daily Press) 

You straphangers cf London, 
Who cherish London’s might, 
Has anybody put you wise 
To what goes on at night? 


That unromantic Tube car, 

Although not named * Desire,” 

Might by some sad and strange mischance 
One day be set on fire, 


But for the faithful women, 
Those trousered troglodytes, 
Who, hovering and manceuvring, 
Clean up the Tubes o’ nights. 


Tube travellers must never 

Forget the part that’s played 

Down in the deeps, while Londen sleeps 
Ry Mrs. Mopp’s brigade. 


Salute to London Transport, 
Whose women do their stuff! 

But why not give the men a chance 
To pick up bits of fluff? 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


EAST AFRICA 
New Locomotives for the Kenya-Uganda 
Section 
Six Beyer-Garratt locomotives of No. 56 


class (formerly known as the * EC6” class) 
have recently been put into service on the 
Ken) a-Uganda section. These locomotives 
wel originally built for the Burma Rail- 
way heir wheel arrangement is 4-8-2 
2-8 nd they have an axle load of eleven 
ton 


New Lines Opened 


Tie Gilgil-Mereroni section of the 


Nairobi-Nakuru realignment was opened to 
traffic on September 14. The new section 
is iS miles shorter than the old, and 
entailed the driving of a tunnel 232 ft. in 
length. The construction of the tunnel was 
a work of considerable engineering diffi- 
culty, as at this point the line traverses 
the side of the Great Rift Valley, and the 
geological formation of the rock caused it 
to shatter very easily. The tunnel has had 
te be lined with concrete throughout. 
The Kaliuwa-Ugalla River section of the 
new branch railway — Kaliuwa, on the 


Tanganyika Central line, to the Mpanda 
lead mines was opened for goods traffic 
on August 22. Work on the construction 
of the rest of the line is proceeding, and 
it is hoped that the branch will be opened 
to traffic for the whole of its length early 
in 1950. 
Water Shortage in Tanganyika 

Acute drought conditions prevail in 
Tanganyika and the water supplies at a 
number of stations have dried up. On one 
section trains have to run 172. miles 
between watering points. In consequence, 
train services have had to be severely 
restricted, and it has been necessary to 
convert petrol tank wagons for use as 
auxiliary water tanks. As a temporary 
expedient 20 tank wagons have been trans- 
ferred to Tanganyika from the Kenya- 
Uganda section. 

The situation is made worse by the fact 
that the railway is required to transport 
water to centres where the local supplies 
are now insufficient to meet the needs of 
the population, 


SOUTH AFRICA 
Railway Losses 

Though the railways had virtually 
attained the limit of their carning capacity, 
and were losing money al the 1ate of about 
£250,000 a month, the cost ceiling had not 
yet been reached, the General, Manager of 
Railways, Mr. W. M. Clark, told the con- 
gress of the Association of Chambers of 
Commerce in Pietermaritzburg recently. 
Many empty wagons, which under normal 
circumstances would have been ioaded with 
import goods at the ports, had to be moved 
empty to the chrome, manganese, and coal 
mines. 

The deficit of £6,000,060 last year on 
railway accounts, exclusive of harbours 
and airways, which had returned surpluses, 
had led to an understandable tendency to 
criticism, There were, however, qualifica- 
tions which ought to be taken into account 
before passing judgment on the conduct of 
railway affairs. Everything that had to be 
—— by the administration, for years 

had gone up by 100 per cent. or 


iene. In the financial year 1948-49 the 


working of all services resulted in a Geficit 
of £3,900.000, but during the year extra 
cost of living payments involved the 
administration in an unforeseen amount of 
£3,100,000. 

Mr. Ciark said most railways in the 
world had taken refuge in higher charges. 
In America tariffs had been raised by 
upwards of 40 per cent., a rise regarded as 
moderate. Railway charges in the Union 
haa been advanced on an average by only 
29 per cent. since 1939. The railways were 
not satisiied to keep running at a loss, and 
as substantial increases in revenue could 
not be expected, expenditure was being 
critically examined 

Mr. Clark mentioned that nearly 

£15,000,000 was spent by the railways last 
year on purchases in the Union—an 
average of £47,834 for every working day. 
Over 93,0060 claims against the railway 
idministration had been disposed of since 
April last year. This was the result of a 
concerted drive by the railways to overh-.ul 
the claims machinery. Almost the entire 
arrears of outstanding claims had been 
settled. New claims dropped from 77,555 
in the three months April to June. 1948, to 
61,026 in the corresponding three months 
of this year and the net loss suffered by 
the railways declined from £227,330 to 
t126,497. 


INDIA 
Bombay Suburban Rail Welding 

In the relaying of the 16-mile Borivli- 
Virar section of the B.B.C.I.R. Bombay 
suburban lines, the thermalite system of 
rail-welding has recently been used; 90-Ib. 
B.S.S. flat-bottom rails 42 ft. in length 
were welded together in groups of five to 
form 210-ft. continuous rail-lengths. Pro- 
gress was at the rate of 32 joints welded 
daily, and a good and easily-maintained 
road has been provided to carry the 
heavy traffic on this section. 


PAKISTAN 


Traffic Results 

On the occasion of the Second Inde- 
pendence Anniversary the Government of 
Pakistan published a series of articles, one 
of which covered the activities of the two 
railway systems—the North Western Rail 
way in Western Pakistan and the Eastern 
Bengal Railway in Eastern Pakistan. 

It disclosed that during the year 1948-49, 
the total number of passengers carried was 
126,900,000, the N.W.R. carrying 62,800,000 
over an average distance of 44 miles, and 
the E B.R. 64.100.000 over an average dis- 
tance of 29 miles: the passenger miles were 
2,762,000,000 and 1,605,000,000 respec- 
tively. The goods traffic handled, expressed 
in gross ton miles and number of loaded 
wagons carried, amounted to 3.856,000.000 
and 581,000 respectively for the N W.R. 
and 493,000,000 and 285,000 respectively 


for the E.B.R. 
Locomotive and Rolling Stock 
The two railways have the following 
number of locomotives and rolling stock:— 
N.W.R. E.B.R. Total 
Locomotives 820 434 1,254 
Coaches aia 1,680 1,023 2,703 
Goods wagons ... 21,943 13,983 35,926 
The N.W.R. has been converting its 


coal-burning locomotives to oil burning 
and so far 172 have been converted. It 
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also intends purchasing a batch of diesel- 
electric locomotives to work the mail and 
express services On its important Karachi- 
Lahore route. 


BELGIUM 
Experimental Signal Cabin 

The National Railways have erected a 
new-type signal cabin at Soignies, a rela- 
tively unimportant station, to gain ex- 
perience with two novel features of signal 
engineering. The first is the replace- 
ment of all mechanical interlocking by 
electric interlocking so that the operating 
desk is greatly reduced in size, and the 
second the use of coded current impulses 
for the remote control of signals and 
points. This system requires only a small 
number of conductors of small cross- 
sectional area, contained in a single cable, 


to transmit a considerable number of 
operating or control circuits. Certain 


sub-areas some distance away from the 
cabin have a small entirely automatic 
box, connected with the cabin by a single 
cable of small capacity. The concentra- 
tion of all the signal and point levers at 
one small desk. without incurring great 
expenditure on cables and conductors, is 
naturally a factor of considerable 
economic importance. 


GERMANY 


Reconstruction of Branch Lines 

A number of secondary railway lines 
in Western Germany, heavily wrecked 
during the last phase of the war, have 
been derelict since 1945. The reconstruc- 
tion of some has begun recently, and 
early in October the 11}-mile section be- 
tween Priim and Bleialf of the Gerol- 
stein-Ihren line was opened, first for 
goods and a few days later for passenger 
traffic. When rebuilt throughout the line 
will again form a connection between the 
Cologne-Euskirchen-Gerolstein-Trier main 
line (from which it branches at Gerol- 
stein) and the Belgian frontier at Lom- 
mersweiler, a short distance west of 
Ihren. Lommersweiler is the terminus of 
a branch from Gouvy (on the Liége- 
Luxembourg main line), and of another 
branch from Waimes (on the Trois Ponts- 
Malmédy-Losheimergraben line in eastern 
Belgium), 


DENMARK 
New Diesel Railcars 
To replace a number of old steam loco- 


motives of class K (4-4-0) the State Rail- 
ways have ordered from Frichs, of Aarhus, 


20 diesel-eiectric railcars. The interior 
equipment will be supplied by Scandia 
works, Randers, and the electrical equip- 


ment by Titan Limited, Copenhagen, and 
Asea Limited. 

The new cars will have the same type 
of engine as is standard for the earlier cars 
delivered from Frichs, namely, two 250 
h.p. six-cylinder diesel engines, running at 
1,000 rev. per min. The end housing the 
engines runs on a six-wheel bogie, and the 
other end on a four-wheel bogie. There is 
a driving compartment at each end. 

There is a large luggage compartment 
which should make it unnecessary to pro- 
vide special luggage vans in trains hauled 
by these cars. An automatic oil-fired 
steam boiler is provided for heating the 
car and up to four trailers. The number 
of seats is 37, and the maximum axle-load 
will slightly exceed that of the present 
cars, 
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THE RAILWAY GAZETTE 


Road Haulage Executive 


Headquarters organisation 


I june last the Minister of Transport 

ailed himself of his powers under 
Section 5, Part 1, of the Transport Act, 
1947. to set up under the British Trans 
port Commission another Executive—the 
Sixt known as the Road _ Passenger 
Executive to deal with the passenger side 
of at was formerly the work of the 
Re Transport Executive. The latter 
bor was renamed the Road Haulage 


Executive and was designed to deal only 
with goods traffic by road. 

Now the headquarters organisation of 
the Road Haulage Executive is nearly 
complete, and, apart from the collec- 
live responsivility of the Executive, the 
funcional responsibility of the Chairman, 
Major-General G. N. Russell, and of the 
full-time Members is clearly shown on 
the chart on page 558. 

Various Changes have been made in 

t months. For example, the post of 
Assistant) Secretary (Legal & General), 
occupied by Mr. J. L. Willoughby, has 
been redesignated Deputy Secretary. The 
Secretary & Legal Adviser, Mr. G. W. 


Quick Smith. is the Chairman of the 
Ch Officers’ Co-ordinating Committee. 
which meets weekly, and the Secretary of 


Committee is Mr. P. D. Mulholland. 

In the Department of the Chief Finan- 
cial Officer, the assistants’ posts function 
responsible to the Chief Accountant 


nd under the jurisdiction of the Chief 
Financial Officer, have now been redesig 
nated Assistant Accountants, as follow: 


Mr. G. A. Culverwell, 
Accountant; Mr. W. J. 
Assistant Accountant; 
Reeves, Assistant Accountant. Similarly, 
Mr. L. G. Bennett, who is functionally 
responsible to Mr. G. A. Culverwell. has 
been redesignated Assistant Accountant 
The auditors under’ the Senior Assistant 
Accountant (Internal Audit & Taxation) 
will now be known as audit officers and 
not internal auditors as previously. 

The Department of the Chief Traffic 
Officer was previously known as_ the 
Freight Department, to distinguish it from 
a possible Passenger Department when 
the Executive was known as the Road 
Transport Executive. The Chief Officer is 
Mr. Harold Elliott, whose title is now 
Chief Traffic Officer, and under his juris- 
diction are two Deputy Chief Traffic 
Officers: 

(a) Deputy Chief Traffic Officer (Opera 
tions), Mr. N. D. Fawkner, assisted by the 
Operations Officer (Parcels). Mr. A. fF 
Walton. and an Operations Officer (Haul- 
age), an Administrative Assistant to 
be appointed, 


Senior Assistant 
C. Gregory, Senior 
and Mr. C. W. 


(b) Deputy Chief Traffic Officer (Com 
mercial Services), Mr. S. F. Kneller, who 
will eventually be assisted by a claims 
officer. an insurance officer, and a com- 


mercial officer. 

Mr. T. Lancaster, previously Technical 
Assistant, has been promoted to the post 
of Assistant Surveyor in the Chief Sur- 
veyor & Architect’s Department, while in 


Nigerian Railway Extension 


1 230-mile route traversing a 


fertile area is 

‘HE approval of the Nigerian Govern- 
ment has been given for the ex- 
tension of the Nigerian Railway from 
Nguru to Maiduguri, the capital of the 
Bornu Province. The proposed line was 
eferred to in our article on the system in 
our October 21 It will ent 


1 issue. entail con- 
struction of about 230 miles of new line 
ver country which in the main presents 


few difficulties, at a 
exceeding £2,000,000 
it will open up the great fertile plains 
Bornu and make available large stocks 
of corn, rice, and groundnuts and will 
facilitate the evacuation of cattle, sheep, 
and goats urgently required to improve 
diet of the people in other parts of 
the country. 
lhe opening up of the Bornu Province 
by a railway was first mooted some 30 
years ago by Lord Lugard, then Governor 
of Nigeria, who was well aware of the 
rich potentiality of the area. A few 
years later there was a traffic survey from 
ifia (a station some 60 miles north of 
the Benue River) to ascertain whether 
the construction of a railway would be 
justified. 
For various reasons it was not then 
practicable to pursue the matter, but lately 
the whole question has been considered 


cost probably not 


by the Government and it has been de- 
cided to carry out at once a_ location 
survey for a line from Nguru_ passing 


through Gashua and Damaturu to Maidu- 
guri. An aerial survey has already been 
undertaken. 

Before coming to. this 
Merits of other routes 


decision, the 
had been con- 


being surveyed 


sidered. That from Maiduguri south-west 
to Lafia ruled out because of the 
great expense of construction, 
at nearly £7,000,000. due to the 
difficult country through which it 
have to pass. 
Another route 


Was 
estimated 

very 
would 
Rahama on 


was from 


the Bauchi Light Railway, but this again 
would have necessitated the construction 
of over 330 miles of new line over diffi 
cult country and would have cost about 


£4,.500,000 in addition 


to the cost of re- 


aligning and relaying the light railway 
from Zaria to Rahama. 
The only foreseeable constructional 


difficulty is the crossing of the Yo River 
(Komadugu Yobe) at Gashua, a town 
about forty miles east of Nguru Not 
only is the river itself fairly wide at this 
point, but at the height of the rains the 
low-lying country to the east of the Rive 
is annually flooded; this will necessitate 
the construction of about two miles of 
causeway over the swamps. 

Another difficulty may be the scarcity 
of water in the districts through which 
the line will pass, but it is hoped that this 
will be overcome by the construction of 
deep boreholes in this area. 

The normal route to Maiduguri is by 
the 368-mile road through Bauchi and 
Potiskum. This, although presenting 
some difficulty during the height of the 
rains, is far more practicable for motor 
transport than the shorter connection to 
the railway at Nguru. on which deep 
sand and lack of road material present 
almost insuperable difficulty to the road 
engineer, 
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the Department of the Chief Officer 
(Organisation). Mr. G. R. Hayes has 


been appointed Acquisitions & Permits 
Assistant in succession to Mr. C. Johnson, 
who resigned on August 31. Mr. B. M. 
Strouts has been seconded from the Rail- 
way Executive as Co-ordination Officer 
(Road/Rail), in succession to Mr. J. C. 
Chambers, who was transferred to the 
British Transport Commission on July 25. 

In the Department of the Chief Staff & 
Welfare Officer. Mr. Il. K. Macalaster, 
previously described as Training & Educa- 


tion Officer, has been appointed Staff 
Officer, with special responsibilities for 
superannuation, compensation, the staff 
aspects of road/rai! co-ordination, and 


departmental administration. 

Mr. G. M. Deas is acting as Establish- 
ment Officer. and Mr. Robert Watson has 
been appointed Industrial Relations 
Officer, with special responsibilities as 
Joint Secretary of the National Staff 
Council and the three National Joint 
Negotiating Committees provided for in 
the Negotiating Machinery Agreement 
concluded on July 28. 

The function of Headquarters Adminis- 
trative Officer, Mr. N. W. Selby, has been 
transferred from the Secretary’s Depart- 
ment to the Establishment Office of the 
Chief Staff & Welfare Officer’s Depart 
ment. It is hoped to announce the appoint- 
ment of a Training & Education Officer 
and a Welfare Officer shortly. 

Similar charts, showing the organisation 
of the Railway Executive and the British 
[Transport Commission, were given in our 


issues of March 19 and June 11. 1948, 
respectively. 

It is intended to lay the line with 
second-hand 45-lb. and 55-lb. rails, dis- 


placed by the relaying of the main line 
north of Jebba with standard 60 Ib. rails 
and south of Jebba with 80 Ib. rails. It 
is hoped to begin construction towards the 
end of 1950. 

Besides serving the transport-starved 
Bornu Province, the new line will im- 
prove the important link with the French 
Chad Territory which passes through Mai- 
duguri and Fort Lamy. It will be found 
useful to refer to the map on page 350 of 
The Railway Gazette of April 1, and to 
the general map of the Nigerian system 
on page 476 of the October 21 issue. 


BRITISH STANDARD FOR MILD-STEEL 
SHACKLES.--This British Standard (B.S. 
825:1949) has been extensively revised 


and copies are now obtainable from the 
British Standards Institution, Sales & Dts- 
tribution Department, 24, Victoria Street, 
Loadon, S.W.i. price Ss. each, Pp st free. 


SCOTTISH SOCIETY OF STUDENTS OF THE 
LocoMorTivE.—The first general meeting 
of the Society, whose inaugural meeting 
was reported on page 327 of our 
September 16 issue, was held on 
October 7 at Scottish Regional head- 
quarters. The chair was taken by 
Mr. W. Robertson. Chairman of the 
Society. and there was a_ large attend- 


ance of members and friends. After deal 


ing with ordinary business, Mr. R. F. 
Harvey Motive Power Superintendent, 
Scottish Region. read a paper on some 
maintenance problems associated with 
L.M.S.R. standard designs, in which he 
covered the ground between the 1923 
amalgamation and the present day. The 


proceedings closed with a vote of thanks 
to Mr. Harvey for his address. 
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Steel Casting of Locomotive Components 


Improved methods which provide strength, 
reduce weight, and simplify manufacture 


BECAUSE of their reliability and almost 

complete freedom from defects, steel 
castings for many years have played an 
important part in locomotive design. 
Some types make use of as many as 200- 
250 steel castings in each locomotive, 
ranging in weight from a few pounds up 
to 45 cwt. each. 

During the past few years, there have 
been many revolutionary advances in steel 
foundry technique and equipment, with 
the result that the modern casting is a 
precision job possessing qualities much 
superior to those of the pre-war era. For 
instance, in addition to very close con- 


trol of physical and chemical properties, 
maintain contours and 


it is possible to 


event of collisons or derailments, fabri- 
cated structures are often buckled or dis- 
torted to such an extent that straightening 
or repairing of the parts is almost, if not 
quite, impossible. 
Cylinders 
The design of many steel castings is so 


complicated that fabrication is practically 
impossible, and an example of this is 


provided by the cylinder casting. This 
unit also forms the support for the 
locomotive boiler. Formerly, the cylin- 
ders were usually made in cast iron, 
but by changing to cast steel a weight 
saving of 2425 per cent., was effected 
even though cast-iron liners were fitted. 





























Fig. | 


dimensions to limits previously thought 


unattainable. 
There is, however, a tendency today to 
favour the fabrication of certain loco- 


small measure 
demand for weight re 


motive parts, due in no 
to the continual 
duction. 


Fabrication 
It is generally assumed 
tions can be made with 
sections than steel castings. This is 
not strictly correct, because new  tech- 
niques developed in steel foundries over 
the last ten years makes it possible to 
produce many castings with sections as 
light as those of fabrications. Co-oper- 
ation between designer and founder is 
necessary to achieve this. If steel castings 
are designed with the same simplicity 
and straightforwardness as designers are 
forced to adopt in fabrications, castings 
can be both cheaper and more reliable. 
Moreover. when even moderate quantities 
are required, components can be produced 
much more quickly by modern machine 
moulding methods as castings than by 
fabrication, 
There is the further point, which is of 
considerable importance, that, in the 


that 


fabrica- 
much 


lighter 
































—Cast-steel locomotive crosshead 


[The much increased strength obtained by 
adopting cast steel in this instance bears 
no comparison with previous practice. 
The principal reason for the change-over 
to cast-steel cylinders was one always 
present in the minds of locomotive 
engineers, namely, the continual urge to 
reduce the total weight. 

Another important reason for the 
adoption of cast-steel cylinders lies in the 
fact that such castings will last the full 
life of the locomotive. Cast-iron liners 
are fitted, and these can be replaced easily 
when wear occurs without any need to 
replace the entire cyclinder. The total 
weight of a cast-steel cylinder, complete 
with liners, is approximately 2 tons 13 
cwt., whereas a cast-iron cylinder would 
weigh 3 tons 10 cwt. This represents a 
24:25 per cent. reduction in weight. 

In the event of an accident, cast-iron 
cylinders would probably be fractured in 
one or more places, and. because of the 
difficulty in effecting repairs in cast iron, 
complete replacements of the units would 
be necessary. There would be consider- 
ably less chance of serious damage to 
cast-steel cylinders, and, if breakage did 
occur, electric welding repairs could be 
carried out in situ. The considerably 


November 11, 1949 


greater strength of cast steel muy be 
gathered from the fact that the 


nsile 

strength of cast iron is 16-18 tons) sq.in., 

whereas for cast steel it is in the region 
of 30-35 tons/sq. in. 

On some occasions, certain locomotive 


parts are specified as forgings, and here, 
again, On many occasions castings would 
be just as reliable and very much easier 
to produce, as may be seen from the fol- 
lowing case, where the engine crossheads 
for a large quantity of locomotives were 
specified as forg-ngs. It was found to 
be impossible to forge these approxi- 
mately to the required shape and cimen- 
sions, and they had to be machined from 
forged-steel slabs weighing 12 cwt. 


these 
had to be reduced to the —— shape 
by oxy-acetylene burning, milling, drilling, 


etc., operations involving heavy de:nands 
on time. The weight of the finished 
crosshead was | cwt. 2 qr. 7 l|b.: there 
was fully 10 cwt. of scrap metal from 
each unit. It was found impossible to 
produce the crossheads in the time re- 
quired and permission was granted to 
make them as steel castings. The vy eight 
of the rough casting was only 2 cwt. 2 qr. 
14 lb., and delivery of approximately 200 
was effected inside eight weeks, 
Crossheads are generally of complicated 
design, and if made as forgings involve 
a considerable amount of machining, with 
consequent increased chances of scrap, 
Although some engineers are in favour 
of forged crossheads, it should be noted 
that failure can, and does, occur with this 
type of unit. Thousands of locomotives 
have been fitted with cast-steel cross- 
heads and have given entire satisfaction 


Wheel Centres 

An outstanding example of the use of 
steel castings in locomotive construction 
is provided by the wheel centres. which, 
in use, are subjected to very high stress- 
ing in several directions and must there 
fore conform closely to the designer's 
material specifications. Some idea of the 
technique used for the production of 
wheel centres may be gathered from the 
following notes referring to a specialist 
foundry whose activities include the pro- 
duction of wheel centres for many lead- 
ing locomotive builders both in this coun- 


try and abroad. Ranging in size from 
2 ft. to 6 ft. 6 in., the castings weigh 
between 2 cwt. and 26 cwt. each. 


Moulding Procedure 

For moulding purposes, a split wood 
pattern is used, as may be seen in 
(b) which shows a half pattern for a 
6 ft. 6 in. dia. wheel centre for the North 
Eastern Region of British Railways; at 
the present time, this is the largest- 
diameter wheel centre in use on British 
Railways. Jn the illustration, the pattern 
is seen laid on the circular table of a 
jolting machine; at the rear is the net 
for feeding ‘ ‘sand ” into the half-mould 
The pattern is surrounded by a circular 
box, filled in the manner shown, and the 
material then consolidated by the jolting 
movement of the machine. 

It is the policy of the firm not to use 
sand for moulding purposes. Instead, a 
good-quality facing “compo” is packed 
around the pattern, and the space between 
the spokes then filled with a weaker mix- 
ture of sawdust and sand. The latter 
“yields” more during contraction than 
does the stronger “compo” mixture, thus 
reducing chances of “tears” at the junc- 
tion of the spokes and rim. The “compo 
used is a proprietary mixture comprising 
ground fire bricks, old crucible or 
graphite pots, plumbago, and fire clay. 
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inds up better than sand to the pro- 
od high temperatures caused by the 
considerable mass of metal which 
is its heat longer than would be the 
with small castings. 
ter comonletion the half-moulds are 
ibled in the manner illustrated. It 
be appreciated that it is essential 
the halves of the mould to match 
y wnen assembled to form the com- 
mould, and, normally, with most 
types of castings this would be 
by means of steel ovins_ inserted 
ugh holes in the two boxes. However. 
does not ensure the accuracy essential 
iis high-class wheel work; so, instead, 
noulder inserts his hand through the 
bore and feels the snvokes. then ad 
ng the boxes to match the two half 
lds accurately. 
very founder avpreciates the difficulty 
moulding any tyoe of wheel incor- 
ting spokes because of the chances 
‘hot tears” at the junction of the 





Commencement of moulding operations on a 
6 ft. 6 in, dia. wheel centre 


This serious defect is 
used by the fact that the svokes, being 
lighter section than the rim, cool more 
ickly and pull away from the heavier 
Mention has already been made of 
minimise this 
However, the method of feeding 
noss:bly, the most important factor. 


Theory of Coatraction 


fo understand fully the action of 
ders it is first necessary to consider the 


eory of contraction as applied to steel 


stings. There are three distinct stages 
contraction, the first occurring whilst 
» molten metal is in the ladle; this does 
cause any trouble to the founder. 
xt. after pouring, there is a further 
per cent. by volume contraction as the 
el cools from liquid to solid, and this 
of the greatest importance. Finally. 
i further 
ntraction down to room temperature 
approximately 74 per cent. by volume, 
ich amounts to approximately 5/16 in. 
r foot. In practice, the resistance to 
traction of the mould itself reduces 
s figure considerably. so that the 
ttern-maker usually allows 3/16 in. per 
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ft. for contraction when making the pat 
tern. In some cases, however, the design 
of the casting may necessitate this figure 
being increased or decreased by an 
amount determined by experience. 

Any resistance by the mould to free 
contraction will set up a corresponding 
stress in the casting, and. the strength of 
the steel being very low at high tempera- 
ture—coupled with very low ductility 
this stress, under certain conditions, may 
cause fracture. In most circumstances 
the mechanical strength of the steel at 
high temperature, although low, is suffi- 
cient to withstand the stresses set up by 
the normal contraction that takes place 
in cooling to that temperature. The 
stresses, however, may become concen- 
trated at some voint of weakness, such 


‘as the junction of a relatively light sec- 


tion with a larger mass, which is still at 
a higher temverature. at which point a 
“hot tear” will result unless suitable 
precautions are taken. 


At places where a tear is likely to occur 
due to mould resistance, the foundryman 
usually takes steps to weaken the mould 
as in the manner mentioned earlier. 

The second stage of contraction, i.e., the 
loss of approximately 3 per cent. by 
volume during cooling from liquid to 
solid. necessitates special precautions, the 
loss being made good by extra liquid 
metal supvlied by the feeder heads, of 
which there are several different types. 
All these heads have one thing in com- 
mon; they are of greater cross-section 
than the varts they are required to feed. 
This is necessary so that the steel in the 
feeder head will remain liquid longer 
than it does in the pvart which it has to 
feed. It must be remembered, also. that 
the head has not only to feed the casting 
and look after the shrinkage which is 
taking place there; it is itself undergoing 
solidification from the outside, with con 
sequent shrinkage of its own contents. 
The efficiency of a head, therefore. de- 
pends on its size and shape, as well as 
the position in which it is placed. 

In the case of these wheel centres. 
feeding is from a riser situated in the 
centre of the wheel and equal to the 
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full diameter of the centre of the wheel 


boss. In the case of counled wheels 


which invariably incorporate balance 
weights, some of which are solid and 


others are cored out to allow filling with 
lead, one or two feeders are provided 
at this point. Depending on the size of 
the wheel, there may be two. three, or 
more risers dispersed around the rim. To 
ensure a sound casting, approximately 
SO per cent. more metal is poured than 


actually required for the wheel. 
Metal Melting 
Most wheels are cast in a 26-ton 


material, although in a few cases a 30-32 
ton medium steel is used. The melting 
plant comprises two converters arranged 
side by side and supplied from a cupola 
situated centrally at the rear, one con- 
verter being in use while the other under- 
goes revairs. After completion of the 
* blow,” the metal is transferred to a large 
“teapot” ladle for pouring. This type of 





Half-pattern for a 6 ft. 6 in. dia. wheel centre on 
the moulding machine 


ladle is designed in a somewhat similar 
manner to a teapot, ie, a spout is 
arranged down the interior wall so that 
the metal is always poured from the bot- 
tom. The impurities float on the top of 
the ladle, and thus never enter the mould. 
An alternative method of pouring com- 
prises the use of a “ bottom-vouring ladle,” 
whereby the same result is achieved by 
running the metal directly from an outlet 
in the bottom of the ladle. 


Fettling 

After cooling, the moulds are broken 
open, the risers and feeders burned off 
by oxy-acetylene torch, and the castings 
sent for heat treatment. Final dressing is 
then done with pneumatic and hand chisels 
and grinders. Before delivery, the wheels 
are rough turned in the company’s machine 
shop. Smaller castings are handled on 
vertical boring mills, and the larger sizes 
in lathes imecluding double-end machines 
capable of simultaneously turning two of 
the 6 ft. 6in. dia. type. 

A wide variety of locomotive castings 
are produced in this foundry, including 
cylinders,  slide-bar brackets, frame- 
stretchers, and smoke-box saddles. 
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Continuous Rails in the Cascade Tunnel 


This eight-mile tunnel on the Great Northern Railway, U.S.A.., 
is being relaid with 115-lb. continuous rails, the 39-ft. rails 


being pressure-welded together first into }-mile lengths 
W H a view to reducing maintenance Traffic permits of two long rail-lengths 
costs and securing smoother and being placed and laid in the track be- 

quic-er running, the Great Northern Rail- tween trains. They are temporarily se- 
way is spending some £47.000 on relay- cured by special C-shaped clamps passing 
ing its 7°79-mile Cascade Tunnel—about under the rail-bottoms, which hold the 
100 miles east of Seattle—with continuous fishplates in place without drilling the 
115-.b. rails. The programme allows for new rail-ends. 
the eastern four miles of existing 110-Ib. When traffic again permits of line 
rails to be replaced this year and the occupation, the joints are hand-welded. 
remiinder in 1950. This year’s work 
begen in May and has now been com- 
pleted. 

[ne 39-ft. rails are being welded into 
1,326-ft. lengths near the west portal of 
the tunnel with an Oxweld pressure weld- 
ing machine, after their ends have been 
squared up with a rail saw and smoothed. 


Excess metal is trimmed from each weld 
with an oxyacetylene torch and the weld 
is then reheated in a normaliser to relieve 
stresses set up in the metal by the pres- 
sure-welding. It is next cleaned up with 
two grinding and polishing machines; the 
welded length of rail is hauled along the 
assembly line by means of a power winch 
and steel cable. 

It is, however. not yet ready for lay- 
ing. The welds undergo another final 
polishing and are then tested for hidden 
flaws by setting up a magnetic field in the 
joints with an electro-magnetic unit and 
dusting them with Magna-Flux powder. 
The pattern in which the powder settles 
gives indication of flaws in each weld or 
shows up seams not ground out. After- 
wards, each rail-length is cleaned with a 
multiple-jet oxyacetylene machine play- 
ing on both sides of the rail simul- 
taneously, to loosen mill scale from the 
entire periphery of the rail, except the 
running surfaces of the head and the rail 
bottom, and enable the scale to be re- 
moved with wire brushes. The cleaned 
surfaces are then brush-painted with a 
first coat of corrosion-resisting paint 
before the length of rail is loaded on to 
flat trucks. When the first coat is dry, 
the second is sprayed on after loading. 

The flat trucks are fitted with multiple 
rollers twelve abreast across the truck and 
acting individually, so that twelve rails can 
be handled abreast and separately. The 
rake of trucks is shunted into the tunnel 
to the exact spot where each quarter-mile 
rail-length is to be unloaded. Unloading 
is carried out by attaching a cable from 
the forward end of the rail-length to the 
old track. by means of a clamp and 
shackle, and slowly drawing the trucks 
from beneath the continuous length of 
rail, which runs off on its rollers. 


B.S.F.A. TECHNICAL CONVENTION.—A 
second B.S.F.A. Technical Convention is 
being organised, at which the report pre- 
pared by the British Steel Founders’ Pro- 
ductivity Team will form the focal point 
for discussion. The Steel Founders’ 
Team, the first to cross the Atlantic 
under the auspices of the Anglo-American 
Productivity Council, was organised by 
the British Steel Founders’ Association 
and led by the Chairman of the Associa- 


tion, Mr. F. A. Martin. As well as orga- 
nising this Technical Convention, the 
Br itish Steel Founders’ Association has 


also arranged for a condensed version of 
the report to be made generally avail- 
able. and members of the team are to 
Visit various steel foundry centres so that 


Machine for reheating new 





welds to 
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The continuous rails have, however, to 
be cut, drilled and bolted where insulated 
joints have to be inserted, to the extent of 
one per mile. 

Three quarter-mile rail-lengths can be 
placed in position and unloaded in from 
2 to 24 hr., and the hand-welding of a 
joint and its cleaning, normalising, and 
Magna-Flux test take about the same 
length of time. The relaying of a quarter- 
mile rail-length, including sleeper re- 
spacing and attendant jobs, takes about 
two hours, according to our contem- 
porary Railway Engineering & Main- 
tenance, whom we also thank for the 
illustrations (see also pages 564 and 565). 
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relieve stresses produced by 


pressure welding 


the findings of the team may be made 
known to all ranks of the industry. The 
date and meeting place of the Conven- 
tion will be announced shortly. 


EXPERIMENTAL COAL WEIGHING TENDERS 
FOR B.R. Locomotives.—As a result of 
successful experiments with London Mid 
land Region locomotives British Railways 
have decided to equip nine locomotive 
tenders with apparatus for weighing coal. 
The equipment consists of a _ separate 
bunker, with vertical sides and _ self-trim- 
ming back, which fits inside the tender 
and normally is locked on brackets when 
the locomotive is moving, When the coal 
is to be weighed the locks are released 
and the load is transmitted by levers to a 


steelyard on which it can be measured 
by sliding weights. The tenders will be 
changed frequently so that all types of 
locomotives may be subject to test. The 
objects of the experiment are to deter- 
mine the amount of coal consumed when 
using the same or different grades of coal 
while performing the same ‘class of work 
over any particular section of line with 
various locomotive types. The equipment 
can also be used to ascertain the amount 
of coal used during various duties, such 
as shed duties, shunting, working the train. 
and standing, etc., while the variation in 
consumption due to various firing and 
working practices can be demonstrated to 
the engine crew, with the object of secur- 
ing the most economical use of the coal. 
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Continuous Rails in the Cascade Tunnel 
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been secured to the track by a steel cable 





led rails into f 














Loading one of the 1,326-ft. we 


The rails being flame-cleaned and given two coats of preservative, after welding 
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British Railways Modernised Refreshment Rooms 


Part of the refreshment room at London Bridge, Southern Region, an example of modernisation completed under the 
Hotels Executive. (See also illustrations*in our June 24 and August 19 issues) 
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View of redecorated buffet bar at St. Pancras, London Midland Region, showing transformation from the Gothic style 
in which the terminus was built in the ‘sixties 
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RAILWAY 


PERSONAL 


Gilmour Jenkins, Permanent Secre- 
tar. to the Ministry of Transport, and Mr. 
W...am Graham, an Under Secretary in 
the Ministry, left for Canada on Novem- 
ber 8 in the Canadian Pacific liner 
Em ress of France, 

. R. C. Vaughan, C.M.G., who, as 
recorded in oui October 21 issue, is retir- 
ing as Chairman & President of Canadian 
Naonal Railways at the end of this year, 


THE RAILWAY CAZETTE 


Mr. W. V. McCleery, Minister of 
Labour & National Insurance, Northern 
Ireland, has been appointed Minister of 
Commerce, in place of Mr. W. B. 
Maginess, now Minister of Home Affairs. 

Dr. F. C. Johansen has relinquished his 
position as Deputy Manager, Scientific 
Research, London Midland Region, British 
Railways, to take up an appointment as 
Director of Research with the W. & T. 
Avery Limited group of companies. He 
will be a member of the board of Avery 
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NEWS SECTION 


Mr. Donald Gordon, C.M.G., who, as 
recorded in our October 21 issue, has been 
appointed Chairman & President of 
Canadian National Railways, as from 
January 1 next, is Deputy-Governor of the 
Bank of Canada. He was born at Old 
Meldrum, Scotland, .on December 11, 
1901, and went to Canada in 1914. He 
entered the service of the Bank of Nova 
Scotia in 1916, and was made Assistant 
Chief Accountant in 1926, afterwards hold- 
ing the position of Assistant Manager, 
Toronto Branch, from 1930 to 1935. Mr. 





Mr. R. C. Vaughan 


Who is retiring as Chairman & President of Canadian 
National Railways at the end of this year 


Was born on December 1, 1883, in 
Toronto, and entered railway service as a 
messenger with the Canadian Pacific Rail- 
way in 1898. In 1902 he joined the Grand 
Trunk Railway, and a year later entered 
the service of the Canadian Northern 
Railway, being eventually appo‘nted Assis- 
tant to Vice-President & General Manager. 
In 1918 Mr. Vaughan was made Assisiant 
to President, Canadian National Railways 
& Steamships, and in 1920 became Vice- 
President. He was appointed President of 
Canadian National Railways, Central Ver- 


mont Railway, Grand Trunk Western 
Railroad and Canadian National (West 
Indies) Steamships, and a Direcior of 


Trans-Canada Air Lines, in 1941; and he 
became Chairman & President of Canadian 
National Railways in 1942. He served as 
Chairman of the Defence Purchasing 
Board in Ottawa from its inception in Juiy, 
1939, until the Ministry of Supply was 
formed some months later. Earlier this 
year Mr. Vaughan paid a visit to Europe. 


Research Administration Limited. Dr. 
Johansen joined the L.M.S.R. in 1932 as 
head of the then newly-formed Engineering 
Section of the Research Department. 

A Telford Premium has been awarded to 
Mr. A. H. Cantrell, London East 
Divisional Engineer, Southern Region, 
British Railways, for his paper on “ Re- 
newal of Ballast and Track by Mechanical 
Means in Polhill Tunnel,” read before the 
Railway Engineering Division of the Insti- 
tution of Civil Engineers. 





LUNCHEON TO MR, R. P. BIDDLE 

The Southampton Chamber of Com- 
merce gave a luncheon at the Polygon 
Hotel on November 9 in honour of Mr. 
R. P. Biddle, Docks & Marine Manager. 
Southern Region, British Railways, in 
recognition of the distinguished services 
rendered by him to the cause of local 
trade and commerce, particularly in its 
maritime aspect. 


Mr. Donald Gordon 


Appointed Chairman & President of Canadian National 
Railways from January | next 


Gordon was appointed Secretary to the 
Bank of Canada in 1935, and became 
Deputy-Governor in 1938. He served as 
Chairman of the Wartime Prices & Trade 
Board from 1941 to 1947. 


Mr. Gerald Collingwood, yy = 
M.I.Mech.E., M_I.Loco.E., Managing 
Director of the Vulcan Foundry Limited, 
and of Robert Stephenson & Hawthorns 
Limited, who is to be a member of the 
mission which the Locomotive Manufac- 
turers’ Association is sending to India, 
was born on August 27, 1902. and was 
educated at Bradfield College. In 1921 
he commenced an apprenticeship with 
the Vulcan Foundry, and he continued 
his training on the L.N.E.R. In 1925 he 
was appointed Assistant Mechanical 
Engineer, South Indian Railway, and later 
was for varying periods Acting District 
Mechanical Engineer, and Acting Deputv 
Chief Mechanical Engineer (Power). 
Mr. Collingwood returned home in 1933, 











Mr. Gerald Collingwood 


Managing Director, Vulcan Foundry Limited 
who is to be a member of the \ 
mission to India 


and joined the firm of Rendel, Palmer 
& Tritton. In 1935 he was appointed 
by the Vulcan Foundry as_ Assis- 
tant Works Manager. He was called 
up with the 2/4 Battalion, South Lanca 
shire Regiment (T.A.) in 1939, and fate! 
transferred to the R.E.M.E. He was 
released from active service with the rank 
of Colonel in September, 1945, Hy 
returned to the Vulcan Foundry as Assis 
tant to the General Manager, and his 
services were lent to Robert Stephenson 
& Hawthorns Limited as Managing 
Director. In 1947 he was appointed 
General Manager. Vulcan Foundry, re- 
maining Managing Director of Robert 
Stephenson & Hawthorns. He was 
appointed a Managing Director of 
the Vulcan Foundry in 1948. Mr. Colling 
wood is a son of the late Sir William 
Collingwood, who was Managing Directo! 
of the Vulcan Foundry from 1912-28. 





Mr. J. NV. Compton 


Chief Engineer, Yorkshire Engine Co. Ltd.. wh« 
is to be a member of the L.M.A 
mission to India 
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L.M.A. MISSION TO INDIA 

The Locomotive Manufacturers’ Asso- 
ciation of Great Britain is sending a 
mission to India to negotiate an agreement 
for the provision of technical aid to 
Chittaranjan Locomotive Works. The 
members of the mission are:—Mr. 
Gerald Collingwood, Managing Director 
of the Vulcan Foundry Limited and of 
Robert Stephenson & Hawthorns 
Limited; Mr, J. N. Compton, Chief Engi- 
neer, Yorkshire Engine Co. Ltd., and 
formerly head of the Standards Office of 
the Indian Railway Board; Mr. J. W. 
Vaughan, Director & Legal Adviser, 
1..M.A.; and Mr. K. Cantlie, Overseas 
Representative, L.M.A 


Mr. John W. Vaughan, O.B.E., Director 
& Legal Adviser of the Locomotive 
Manufacturers’ Association, who is 
going to India as a member of the 
L.M.A. mission, served his articles 
as a solicitor in Leeds before leaving 
for London some 15 years ago to 
become Secretary of the Locomotive 
Manufacturers’ Association. Until the 
outbreak of war he took an active part 
in bringing to fruition plans for adjusting 
the output capacity of the locomotive 
building industry to demand, and in 
helping to further the interest of the 
industry in Empire and other overseas 
markets. In that connection he travelled 
to a number of European countries, and 
led a mission to Turkey, From the out- 
break of war he was engaged in work 
associated directly with war needs, to 
which the contribution made by the loco- 
motive building industry was consider- 
able. During and since the war he has 
maintained the contact with 
Government departments. Mr. Vaughan 
was appointed Director of the L.M.A. in 
1947. He was made an O.B.E. in the 
King’s Birthday Honours, 1944, 


closest 


Mr. J. N. Compton, O.B.E., M.I.Mech.E., 
M.I.Loco.E., Chief Engineer of the York- 
shire Engine Co. Ltd.. who is to be a 
member of the L.M.A. mission to India, 
was educated at Marlborough College, 
and served an apprenticeship with Beyer, 
Peacock & Co. Ltd.. after which he was 
appointed Assistant Mechanical Draughts- 
man, Great Indian Peninsula Railway in 
1922. From 1928 to 1931 he was Secre- 
tary to the Locomotive and Carriage & 
Wagon Standards Committees in the 
Central Standards Office, Indian Railway 
Board. He returned to the G.I.P.R.. and 
in 1936 was promoted Deputy Chief 
Mechanical Engineer, after having been 
Works Manager, Locomotive and Carriage 
& Wagon Workshops. His services were 
lent to the Director-General of Munitions 
Production in 1941, when he was Director 
of Civil Armaments Production (Ammuni- 
tion), and Additional Deputy Director- 
General, R.A.F. Division, during which 
period he organised the first civil mainten- 
ance units for the R.A.F. Mr. Compton 
was seconded as_ Assistant General 
Manager of Tata Aircraft Limited in 
1943, and returned in 1944 to the G.LP.R., 
of which he became Chief Mechanical 
Engineer in 1945. He was appointed 
Chief Controller of Standardisation, 
Indian Railway Board, in 1947, and in 
1948 returned to England and joined the 
Yorkshire Engine Co. Ltd. He was made 
an O.B.E. in the New Year Honours, 
1948. 

Mr. Kenneth Cantlic, M.I.Mech.E.. 
M.LLoco.E., Overseas Representative of 
the Locomotive Manufacturers’ Associa- 
tion, who is to be a member of the mis 
sion which the Association is sending to 
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Mr. J. W. 


Director & Legal Adviser, Locomotive M 
turers’ Association, who is to be a memb 
the L.M.A. mission to India 


Vaughan 


India, was born on June 18, 1899 
youngest son of Sir J. Cantlie. On ac 


of the loss of his right eve, he was | d 
unfit for military service during the 19 8 


var. He was a pupil at Crewe W s 
L.N.W.R., between 1917 and 1920, 

the latter year entered the service ¢ 
Entre Rios and Argentine North 
Railways as Assistant to the Chiel 
Mechanical Engineer, In 1924 he joinec 
the Jodhpur Railway (India), and was 

t period in charge of carriage and ’ 
construction and later of locomotive 
ning. During 1927 he made a tour of 
East African, Rhodesian and South African 
railways, and in 1929 visited the U.S.A 
and Canada. In 1929 Mr. Cantlie was 
appointed Chief Technical Adviser to the 
Chinese Ministry of Railways, a post he 
held until 1938, when, on account of eye 
trouble (from which he has since re- 
covered), he was compelled to return home. 








Mr. Kenneth Cantlie 


Overseas Representative, Locomotive Manufactur 
Association, who is to be a member of the 
L.M.A. mission to India 
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After arrival in London he _ became 
Honorary Adviser to the Chinese Govern- 
ment Purchasing Commission. In 1931 he 
hac been appointed, in addition to his post 
with the Ministry of Railways, Trusiee of 
the British Boxer Indemnity Fund 
— ’,000,000) for investment in productive 

erprises in China. In 1939 he became 
joi at Managing Director of Caprotti Valve 
Gears Limited and Associated Locomotive 
Equipment Limited, but shortly afterwards 
volunteered for military service. After a 
period at the War Office he commanded 
195 Transportation Company, R.E., and 
during 1942-43 served as War Office 
Liaison Officer with overseas commands. 
He stbsequently returned to the War 
Office, and in 1945 he was posted to the 
Control Commission for Germany, becom- 
ing Controller of Mechanica] Engineering, 
Westphalia, a position he held until 1946, 
when he was attached to the Foreign Othce 
(German Section) He was appointed 
Overseas Representative of the L.M.A. in 
1948, 





Mr. T. D. Slattery, General Traffic 
Manager, Associated British & Irish Rail- 
ways Incorporated, U.S.A., who has 
recently been attending the American 
Society of Travel Agents’ Convention in 
Mexico City, has been awarded the 
Mexican Medal of Honour. 


Dr. Fritz Busch has retired from the 
position of General Manager of the Ger- 
man Federal Railways on attaining the 
age limit. 

Mr. S. Shaw (formerly General Stores 
Manager for the Holdsworth & Hanson 
group of companies) has been appointed 
Divisional Stores Officer, North Eastern 
Division, Road Haulage Executive. 

We regret to record the death on 
October 18 of Mr. Maurice Hird, for- 
merly for many years Assistant Manager 
of the Publicity Department, Metro- 
politan-Vickers Electrical Co. Ltd. Mr. 
Hird exercised editorial direction of the 
Metropolitan-Vickers Gazette for twenty- 
five years. 

Mr. Herbert J. Davies, F.R.I.B.A., who 
retired recently after thirty-six years on 
the architectural staff of the L.N.W.R., 
L.M.S.R., and London Midland Region, 
British Railways, was presented recently 
with a gold watch, on behalf of his 
colleagues, by Mr. J. Briggs, Civil Engi- 
neer, London Midland Region. 





We regret to record the death on 
October 31, in his 88th year, of Mr. C. J. 
Smith, who retired from the position of 
European Vice-President, Canadian 
National Railways, in 1931. He was a 
Past-President of the Canadian Chamber 
of Commerce in Great Britain. 





Mr. W. S. H. Middleton has resigned 
from his position as Secretary & Chief 
Accountant of Carter Paterson (B.T.C.) 
Limited and associated companies, to 
accept a similar appointment with 
Thatcher, Hobson & Co. Ltd. At a 
recent farewell luncheon to Mr. Middle- 
ton, at which Mr. F. C. G. Mills, South 
Eastern Divisional Manager, Road Haul- 
age Executive, presided, Mr. H. 
Foulds, General Manager of Carter 
Paterson, paid tribute to the excellent ser- 
vices Mr. Middleton had rendered during 
his 20 years with the Hay’s Wharf Cart- 
age, Pickfords and Carter Paterson com- 
panies. Afterwards, Mr. Middleton was 
the recipient of a presentation. 
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Retired Railway 


The autumn luncheon of the Retired 
Railway Oiticers’ Society was held at the 
Criterion Restaurant, Piccadiliy Circus, 
London, W.1, on Tuesday, November 8, 
under the chairmanship of the President, 
Mr. W. H. J. Pyne. 

Among those present were :— 

Guests 

Mr. Harold Macmillan; Sir Ronald Mat- 
thews ; Sir John Charrington; Brigadier 
General Sir H. Osborne Mance, President, 
Institute of Transport; Colonel Ralf Emer- 
son; Messrs. V. A. M. Robertson, President, 
Institution of Civil Engineers; J. Elliot, Chief 
Regional Officer, Southern Region; K. W. C 
Grand, Chief Regional Officer, Western 
Region; G. L. Darbyshire, Chief Regional 
Oihcer, London Midland Region; E 
Lamb, Editor, Modern Transport; B. W. C. 
Cooke, Editor, The Railway Gazette. 

Messrs. F. E. Bailey, D. Blee, G. Bocquet, 
J. Briggs, L. C. Brittlebank, M. R. Bruce, R. 
Burgoyne, R. B. Campfield, A. L. —e 
F. W. Crews, S. O. Cotton, Wy C. Clear, R. 
Davies, Lt.-Colonel Davies, Mr. H. H. {a 

Messrs. H. H. Halliday, T. Hatto, H. E. 
Hedges, R. G. Henbest, H. Holcroft, F. W. 
Hollingsworth, E. S. Hunt, W. A. Johnson, 
C. F. Klapper, T. J. Lynch, W. S. Messer, 
W. H. Mordlack, D. Murray, P. Nunn, H. S. 
Owens. 

Messrs. R. Pike, E. R. Pole, J. Powell, D. 
Ramsey, H. G. N. Read, R. M. T. Richards, 
G. H. Searle, W. S. M. Stapleton, H. Starr, 


L. S. Sanson, F. W. Tipton, H. E. Thomp- 
son, C. N. Wentworth, A. Wood. 

Members 
Messrs. A. W. Arthurton, H. Barnden, 


F. W. Baker, G. S. Begg, A. Bond, H. I. 
Bond, A. F. Bound, W. P. Bradbury, F. J. 
Bradford, F. S. Bridge, W. A. Brown, H. J. 
Burcham, R. Carpmael, H. R. Campfield, C. 
Carslake. 

Messrs. S. B. Carter, G. Cornish, F. E. W. 
Cox, E. A. Clear, R. G. Davidson, W. J. 
England, J. W. Enser, L. C. Glenister, A. J. 
Grinling, H. J. Guest, H. J. Green, E. B. 
Hassall, C. V. Hill, G. Hickling, C. John- 
stone, W. R. Jones. 

Messrs. A. E. Kirkus, J. W. A. Kisling- 
bury, R. C. Kirkpatrick, J. H. Laundy, J. W. 
Lovejoy, G. Leedam, S. J. Marchant, E. W. 
Mauger, A. H. McMurdo, W. A. Messer, 
A. S. Mills, A. E. Moore, H. W. Moore, J. 
Murray, W. H. J. Pyne, F. J. Paice, E. E. 
Painter. 

Messrs. H. E. Robarts, T. W. Royle, A. A. 
Ry: — C. I. Routh, W. J. Sawkins, F. Smith, 
Sir William Stanier, Mr. J. G. Symes, Major 
General G. S. Szlumper, Mr. W. H. Shortt. 

Messrs. W. E. Thornhill, W. T. Venton. 
G. J. Walker, J. R. Ward, H. B. Webster, E. 
Wharton, H. E. O. Wheeler, D. Williams, Sir 
Leonard Wilson. ; 

Mr. W. H. J. Pyne, in proposing the 
toast of “ The Guests,” said that next year 
the Society entered its fiftieth year and 
today there was a record number of guests 
at the luncheon. He referred briefly to 
each of the guests and expressed his own 
pleasure and that of the Society at their 
attendance. 

Mr. Macmillan and Colonel Emerson 
responded jointly to the toast. Mr 
Macmillan said that though he had only 
slender claims to be among such a gather- 
ing, he recalled that all his most happy 
friendships and personal pleasures had 
been as a railway director. He thought 
that the record of the railways stood higher 
than had ever been told the public; they 
had contributed a vast amount to winning 
two wars. 

Colonel Emerson’ expressed great 
pleasure, as a retired railwayman, at once 
more being among those who spoke the 
same language. The changed situation in 
India had meant many railwaymen leav- 
ing earlier than they had intended and 
consequently their regrets were greater. 

Sir Ronald Matthews proposed the 
toast “Success to the Retired Railway 
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Officers’ Society 


Officers’ Society” and endorsed Mr. Mac- 
millan’s remarks about the happy relation- 
ships that existed under the old companies. 
He was confident that in the officers of 
British Railways there were the same skill, 
traditions and loyalty that had existed 
prev.ously and so long as there were rail- 
ways, railway officers and a retiring age, 
he thought the Society would go from 
strength to strength. 

Mr. Ernest Wharton responded and said 
that the Society’s older members were the 
successors of the pioneers of railways. 

Mr. R. Carpmael, in proposing the toast 

~The President,” said Mr. Pyne had 
waetilly upheld the traditions of the 
Society during his tenure of office. In 
conclusion Mr, Pyne replied suitably. 


Electricity Supply for 
Stockholm Underground 
Railway 


In a recent issue of Sparvag och Buss, 
the journal of the Stockholm Tramways, 
Mr. Olof Zetterstré6m gives some details 
of the power supply system for the Stock- 
holm underground railway, now under 
construction. Provision must be made 
for trains of over 300 tonnes with maxi- 
mum speeds of 60-70 km. an hour. The 
operating voltage will be 650 volts, prac- 
tically the same as that used for the Stock- 
holm trams and trolleybuses, A _ higher 
voltage would have been more advantag- 
eous from a power supply point of view, 
but the lower voltage was preferred as a 
proved system, and as it enabled the elec- 
tric brake to be used in preference to 
the air-pressure brake. There is also 
some advantage in being able to use the 
same substations for underground ail- 
way and trams, in an emergency. 

The three-phase high-voltage a.c. is 
transformed into d.c. by means of mer- 
cury rectifiers which are normally air- 
cooled and coupled to a common trans- 
former in each substation. With one ex- 
ception, the stations are directly con- 
nected to the 30,000-volt supply grid, 

The normal capacity of each sub- 
station will be 3,000 kW, but up to 
5.000 kW must be available when two 
trains start simultaneously within the 
section. Both tracks have separate feeds 
in either direction, so that at least four 
outlets are required at each substation. 
To reduce capital expenditure, the sub- 
stations must therefore be as close to the 
line as possible. 

The first substation will be completed 
this year, four others will follow in 1950, 
the remaining ten in 1952 and 1953. 
Some of them are older stations, which 
are to be converted for the purpose. 
The aggregate installed output will be 
45.000 kW. The cost will amount to 
about kr. 8.000.000 at present price level. 
Much of the equipment will come from 
British firms. The operation will 
remote-controlled from three points. The 
supply will be sectionalised so that 
current can be taken off at will 
wherever necessary. 


IMMINGHAM COAL  SHIPMENTS.—Ship- 
ments of ccal from Immingham, for the 
week ended October 23, reached 74,182 
tons, which was a post-war record for 
weekly shipments. Twenty-three ships 
were completed during the week and 
nearly 60,000 tons were for export. 
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British Transport Commission Statistics 


Summary of the principal statistics for 
the four-week period ended September 11 


An editorial in our October 28 


explained that the British Transport Com- by 


mission enlarged No. 9 of 
Statistics considerably 


summary have been varied in consequence Harbours & Wharves. The Commission's — traffic being shorter. The Western R 
STAFF 
f R 4 Docks 
Commis J m Road hatha : Common 
sion's Britist Lond Bite I session Jed Hotels & vy artes Wharves Railway Services 
Head Railways ransport Ndiaria (Frov 1 " ; Vessels & iad Clearing Commercia 
Office Road _ and Marine Int aa House Adver- 
Haulage SCOttISF an tisement 
Waterways 2 2% 
No. of employees 200 635,332 00,400 55.207 57.612 7.182 6.246 25.026 660 66 895 
Inc. or dec 2 35 275 433 265 C 94 13 2 5 
1. BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS originated 12-4 per cent. more traffi 
worked 10:3 per cent. more ton miles 
F week Aggrega consequent increase of 10°8 per c¢ 
- ° freight train miles 
Freight train speed at 8:7 m.p.t 
T slower than in the preceding period 
Pe pt r49 ? higher than in 1948, in spite of a t 
194 42 1 
, ‘ off in the London Midland and We 
Regions. In contrast. the North | 
£000 £000 £000 £000 £000 £000 and Scottish Regions had an average s 
—— Railways of over 10 m.p.h The North | 
assengers 1,035 766 73 83 89.424 6.326 “ | of - | nahesy 
Parcels, etc., by passenger trair 2,335 | 20 9 0,167 247 resuit 1s satisfacto eer that Regi 
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Minerals 2,174 5 20.134 > 416 7\8 of 10-5 tons. as compared with an ay 
al Coke 017 ) 4 ' 414.18 > 3] = > } > 
ae & Co f 22 é g 2,315 of 7°6 tons for the Scottish, and 8 
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the 1948 figure: all Regions, and espec 
London Transport the Eastern. showed an improve: 
Railways 1,055 099 44 9.929 ),072 143 he freight rolling sto sOSItTION Was 
Buses & coaches 2.487 499 2 21:83 a8 53 The freight olling ig pos ‘ * 
Trams & trolleybuses 840 867 27 7.575 7,777 97 good, 11:5 per cent. of the operating 
being under repair 
iit - binant 2 hie Inland Waterways originated less ton 
British Road Serv and its ton mileage declined in much 
Freight charges, et 3,493 9.514 same ratio London Transport likew 
had a substantial decrease in pass< 
Riad Paces ote Transnnre P > i a : é 
Soitseeene si 3,353 3,26 72 25,070 . 608 yourneys, but was able to reduce Cal 
Docks, Harbours & Wharves 89) 7.5 ge, except on its railways. despite 
rke cline in traffic 
Inland Waterway 19 43 2% 056 . 137 ma ked deciin i 
itish inspor ommussion Statustics 
Hotels & Catering 126 6 20 9. 20¢ 4 2 POP a an P a i : Rename 11 I 
British Transport Commissic Price 1s 
2. BRITISH RAILWAYS 
A) Passenger Journeys Originating in the Month of July 
Re 
Tota 
London Midland ¢ S Easte North-Eastern Scottis 
Per cent é ent Per nt Per cent Per cent Per cent Per 
Ordinary fares 1,116,000 ( -19-41) 747,000 (11-98) 2,351,000 (1-52) 1,224,000(- 17-15) 177,000(--25-55) 319,000( 4423) 5,934,000 (8:36 
Monthly returns 5,834,000 (— 15-14) 2,510,000 9°10) 7,665,000 12:26) 3,920,000 ( 16°97) 767,000 (—19-03) 1,737,000 ( 9 07) 22,433,000 ( 4 
Excursion, weekend 
cheap day, etc 6,377,000 ( 92:95) 2,985,000 (.. 61:14) 4,621,000 ( 77-56) 2,834,000( - 112-03) 2,290,000 ( . 69°37) 2,058,000( 19218) 21,165,000( + 89 
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Total 22,834,000 ( - 5-64) 10,433,000 8-13) 31,490,000 (2-51) 15,308,000 ( 5:16) 4,925,000 (-. 12:99) 6,264,000 5-78) 91,254,000 (+5 
(B) Freight Tonnage Originating 
Regior 
Tota 
London Midland Western Southern Eastern North-Eastern Scottist 
Per cent Per cent Per cent Per cent Per cent Per cent Per cer 
Merchandise 1,352,000 (-0°57) 790,000 (+4:°96) 292,000 (8:28) 606,000 (2:66) 549,000 (6:99) 545,000 (- 6:66) 4,134,000 (+ 0°76) 
Minerals 1,603,000 (- 5:53) 716,000 (-- 10-72) 112,000 (1°45) 696,000 (+6:27) 843,000 (+4:97) 687,000( 13:03) 4,657,000 (+ 7:26) 
Coal & coke 4,104,000 (3:44) 1,997,000(- 16:24) 254,000 ( -3:22) 1,965,000 (.-1-85) 2,482,000 (2:24) 1,584,000 (- 0-24) 12,386,000 (- 4:2 
Livestock 22,000 ( - 7-80) 11,000 ( . 8-00) 3,000 ( - 6:67) 2,000 (—25-71) 5,000 (-—29-49) 37,000 = {nil) 80,000 (—0:74 
Total 7,081,000 ( -3:-36) 3,514,000(. 12-36) 661,000 (- 2°46) 3,269,000 (.- 2:88) 3,879,000 (3:41) 2,853,000 ( 1-30) 21,257,000 (. 4:!9 
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staff reached the large total of 898 100 


and its traffic receipts for the for 
period amounted to £41.463,000 
In the month of July. passenger jx R 

Originating increased by 5 per cent 

the corresponding takings were 2:8 
cent. lower than in 1948, Freight to 

was 4 per cent. larger, but net ton 

yy increased by only 1°6 per cent 
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C) Net Ton Miles 








Regio 
London Midland Wester Southern Easterr 
Per cent Per cent Per cent Per cent 
ndise & livestock 188,289,000 ( - 3-34) 103,732,000(.- 7-15) 25,498,C00 9-44) 80,534,CCO (- 4°69) 
; 132,032,000( . 8-54) 71,834,000 ( . 5-52) 13,521,000 7-14) 79,121,000 (5-39) 
coke 279,754,000 ( — 1-10) 129,777,000 27,497,0CO 10°45) 163,921,0C0( 5-38) 
( 15-81 
lasses of traffic 600,075,000 ( - 0-13) 305,343,000 66,516,000 62) 323,576,000 (— 3-06 
0:25 
D) Train Miles 
Reg 
»n Midland Westerr Souther Easterr 
Per ce Pe F 
am) 
naded 4,569,000 ( 2°62) 3,303,000 11-52) 1,727,000 8-91) 2,940,000 0-74) 
npty 153,000 0-83) 167,000 ( - 11-87 81,000 ( . 14-61) 120,000 15-24 
il, loaded & empty 4,722,000 ( - 2:50) 3,470,000( 11-53) 1,808,000 9-15) 3,060,000 (. 10:91 
tric 
naded 460,000 ( 3-26) 3,025,000 ( 0:16) 22,000 7-48 
pty 20,000 1-94 83,000 ( - 17-69) 2,000 ( . 20:78) 
loaded & empty 480,000 3:04) 3,108,000 ( . 10-35) 24,000 (. 8-5l) 
Jed 2,952,000 (--!-68) 1,703,000 9-93 523,000 656,000 (. 0°49 
ty 503,000 (--6:31l) 194,000 ( 4°60 17,000 48-78) 323,000 (—2:42 
oaded & empty 3,455,000 2:38 1,897,000 9-36) 540,000 0-10) 1,979,000 (-0-01 
rain miles 8,657,000 0:52) 5,367,000 ( 0:76) 5,456,000 8-82) 5,063,000 ( - 6:37 
(E) Freight Train Miles per Train Hour 
don Midland Nest yuther East Nort 
49 1948 949 948 1949 1948 949 949 
?- 50 7:52 9-53 9-65 8-87 8:75 8-61 10-64 
F) Locomotive Coal Consumption 
Reg 
London Midland Western Souther Easter 
Per cent Per cent Per cent Pe en 
ige consumed 335,000 (—3-62) 175,000 ( - 6°59) 81,000 ( 5-12) 193,000 (--3:-34) 
r engine mile 60-62 4-25) 50:02 (1-84) 54-11 (Nil) 60:30 > 87) 
(G) Rolling Stock Position 
Operating Number under Serviceable Serviceable 
stock repair stock stock 1948 
motives 19,965 3,802 15,741 16,056 
hing vehicles 55,870 4,940 50,914 49,393 
ght wagons 1,134,026 131,019 1,003,007 042,234 
3. INLAND WATERWAYS 
Tonnage of traffic and ton miles 
Tonnage Per cent Ton miles Per cent 
eral merchandise 298,000 (~3-13) 5,266,000 (7-76) 
ds in bulk 124,000 (2-49) 3,203,000 (+ 7-32) 
coke, patent fuel & peat 377,000 (~—13-18) 5,798,000 (— 11-88) 
Total 799,000 (—7-40) 14,267,000 (—6°59) 
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Total 
Nor Easter S s 
Per cent Per cent Per cent 
49,249,000 | 9-51) 73,939,CCO 8 94) 521,241,0C0(+ 0-41) 
33,217,000 9-44) 38,779,CCO 3-16) 368,504,CC0 (+ 3-56) 
67,245,000 2:59) 67,538,C0 7-88) 735,732,000(.. 1-52) 


149,711,000 6°49) 180,256,CCO 0-62) |,625,477,000 
( 61) 
Tota 
Nor E r s 
Pe ce nt Per cent 
101,000 3-21) 943,000 3-99) 15,583,000 (+ 6-81) 
52,000 ( - 5:80) 74,000 (—2-68 647,000 (+ 7-21) 
1,153,000 (- 3-33) 2,017,000 3-73) 16,230,000 ( + 6-82) 
96,000 ( - 4:92 3,603,000 ( + 9-06) 
9,000 | 17-13) 114,000 ( 10-41) 
105,000 ( - 2°64) 3,717,000 ( + 9-10) 
900,000 (- 6:10 392,000 27) 9,126,000 ( + 1-95) 
213,000 (- 2°67 204,000 (0:25) 1,454,000 (— 1-48) 
3,000 ( - 5-42) 1,596,060 4) 10,580,000 ( + |-47) 
2,371,000 ( - 4-27) 3,613,000 ( - 2-57) 30,527,000 (+ 5-17) 
Total 
Easter »cott 
48 1949 948 1949 1948 
0:2 0:12 3:7 8-72 3-58 
Total 
North-Eastern Scottist 
Per cent Per cent Per cent 
88,000 (-0-97) 164,000 (— 4-05) 1,036,000 (—1-17) 
59°55 3-52) 67°55 47 58-77 (—4-11) 
4. LONDON TRANSPORT 
A) Passenger Journeys Originating 
Number Per cent 
Railways 45,796,000 (—2-88) 
Buses & coaches 211,501,000 (+ 0-04) 
Trams & trolleybuses 90,458,000 (— 1-96) 
Total 347,755,000 (—0-30) 
(B) Rail and Road Car Miles 
Miles Per cent 
Railways 17,975,000 (+0-97) 
Buses & coaches 24,188,000 (—0-61) 
Trams & troileybuses 8,605,000 (—1-77) 
Total 50,768,000 (—0-26) 
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Railway Workers Defended 


Sir Eustace Missenden refutes charges of widespread 
discontent and absenteeism on British Railways 


Last week we commented on an article 
in a recent issue of The Railway 
Review, the official organ of the N.U.R., 
which claimed, among other charges, that 
never was there a time when there was so 
much discontent on British Railways as to- 
day, that only with the greatest difficulty 
was it possible to retain staff, that 
fabsenteeism and. bad time-keeping were 
rife, and that every week men were leav- 
ing the railways in large numbers “ because 
of the soul-destroving system of remote 
control.” These charges have been an 
swered by Sir Eustace Missenden, Chair- 
man of the Railway Executive, in the 
form of a letter in the issue of The Rail 
way Review of November 4, and his letter 
reads as follows: 

“ Dear Sir—If only one half of what 
your correspondent asserts were true there 
would indeed be reason for dismay 
amongst the 650,000 railwaymen who are 
charged with the task of making British 
Railways a success. But not even one half 
is true, and I welcome the opportunity of 
speaking for the great majority of railway- 
men of all ranks and grades who have 
accepted both the challenge and the re 
sponsibility of this great opportunity 
called Nationalisation, and are determined 
that by their constructive efforts British 
Railways will become the great success 
that we all expected and hoped 

“Your contributor savs there is discon- 
tent, lack of interest, bad time-keeping, and 
de'inquency. Of course there is, but it is 
a question of degree. Let me at once say 
that it is not the *‘ nightmare’ that he wou'd 
have us believe. It must be appreciated 
that there are men who have been un 
settled by the disturbance arising out of 
the war years and who are adapting them- 
selves slowly to the demands of the new 
organisation and the altered conditions of 
the post-war period. We must give them 
time and we must help them to a proper 
understanding of their responsibilities 

“There are apparently a few—and 1 
am being quite frank—who are inclined 
to irresponsible expression of opinions 
which are contrary to the facts. They are 
not yet experienced to partic'pate in the 
great opportunity of service which is now 
given them, and I would suggest to them 
that it is not helpful to the national cause 
to indu'ge in such critic’sms. But all these 
are a very small fraction of the whole 
The great majority are reasonable and re- 
sponsible railwaymen whose wish is to 
co-operate in making the railway industry 
the success jt deserves to be. and I cannot 
see their integrity impugned without an- 
swering on their behalf. 

“Let the facts speak for themselves 
Your contributor asserts that it is with the 
utmost difficulty that staff can be retained 
in the service: that trains are held up 
hours because men are not turning up for 
their jobs: that goods are going astray 
because men are not interested or because 
they are inexperienced; that supervisors are 
without authority and powerless to arrest 
a decline in morality: that a lethargic 
spirit is rampant everywhere; and there is 
not a man who does not express resent- 
ment by passive resistance because of 
‘remote control’ and a lack of soul in the 
organisation. But not a word of this is 
supported by fact. The facts of this last 
year are fhese: — 

“1. Less than 5 per cent. of the staff 


left of their own accord, over 95 per cent. 
chose to remain in the service, and the 
number of people seeking employment with 
the ral ilways was far in excess of the num 
ber leaving. 

‘2. The punctuality of trains, passenger 
and freight, has improved and continues 
to show improvement as a result of 
strenuous efforts in difficult conditions by 
railwaymen of many grades in all parts of 
the country. 

3. The claims payments are down by 
£1,000,000 or 40 per cent, as a result of 
excellent co-operation by the staff in 
claims prevention measures 

‘4. No supervisor, local official, or dis- 
trict officer has had his authority curtailed. 
On the contrary, all are encouraged to 
exercise initiative in seeking economy and 
efficiency in their own spheres 
‘5. In spite of inferior coal. shortages 
of material, and all the other difficulties 
of the post-war years, railway efficiency 
generally, and the standard of service being 
offered to the public, are improving. For 
xample, train-miles and engine-miles pet 
engine-hour have increased, the average 
wagon load is better, there are fewe! 
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wagons and fewer engines under repair, ind 
the consumption of coal per engine-mil- is 
less. These statistics are published either 


officially or by press announcement «ind 
are available to either the public or to 
rey 

The human factor is more promin 
ent in the organisation than it has ever 
been. The negotiating machinery, the con- 
sultation procedure, training and 
tion schemes, and the welfare organisaiion 
have their foundation in a firm inte n 


to meet the reasonable demands and le «iti- 
mate aspirations of each individual, You 
contributor has alleged that conditic if 
work at some stations and depot e 
unsatisfactory, yet he must know tl! he 
men have a perfect right to raise h 
matters through the agreed proc e 
when full consideration wou'd be gives to 
their interests, if indeed that has not already 


been done. 


‘This record of achievement. p n 
by fact, is the result of increased eff yV 


all those who recognise that effic’en 5 
our goal. The unions have played ; 
part in helping to bring about thes 


sults. and they, with us, realise the 5 
still much to be done. This is no time 
for pessimism. It is a time for high en- 


deavour. What has been done up to now 
is only a beginning. The best is vet to be 
Yours faithfully, 
E. MISSENDED 


Public Transport in North America 


Lord Latham gives his impressions 


after a visit to 


Lord Latham, Chairman of the London 
Transport Executive, returned !ast week 
from a visit to the U.S.A. and Canada, 
during which he studied the ublic 
passenger transport systems in Montreal, 
Toronto, Detroit, Chicago, Oakland, San 
Francisco, Los Angeles, and New York. 
On his tour he was accompanied by Mr. 
A. B. B. Valentine, Member of the 
Executive, and Mr. E. C. Ottaway, 
Works Manager (Buses & Coaches). 
London Transport. 

As a result of his visit, Lord Latham 
gained the impression that public trans- 
port in North America is engaged in an 
unequal struggle with the private car for 
a fair and reasonable use of road space. 
In all the cities visited he found that road 
space was greatly reduced by the almost 
continuous lines of cars parked on both 
sides of the streets. often reducing the 
thoroughfare to a relatively narrow lane 
along which private cars, taxis, heavy 
lorries, many of great size, competed and 
jostled with street cars and buses for the 
right of way. He saw one park in 
Chicago containing over 7,500 cars, and 
there were scores of smaller ones. 

Large sums were being spent on tunnel 
roads, flyovers, speedways, and so on, 
which, although excellent in themselves, 
served to encourage the use of the private 
car and thus increase the number coming 
into the already congested central areas. 
This slowed down the public transport 
service, which in turn, led to greater use 
of private cars, more congestion, and 
lower speeds. Conditions were created 
which made it almost impossible for 
public transport to give an adequate ser- 
vice amidst the gathering complaints of 
the public. 

Apart from New York and, perhaps, 
Chicago, road vehicles are the principal 
means of public transport, and the morn- 
ing and evening peaks are worse than in 


Canada and the U.S.A. 


London. Movement is slower and the 
vehicles are very overcrowded, standing 
passengers sometimes being in excess of 
the seating capacity, while in others up to 
50 per cent. of that capacity was the | 
mitted number. Efforts to increase off 
peak traffic had not been very successfu 
up to the present. Public transport, 
therefore, whether provided publicly or 
by private firms, had been compelled to 
seek successive increases of fares, d 
even then most operators were running at 
a loss or very near it. Expenses of 
operating had outstripped the increased 
fare revenue. 

Fare increases, said Lord Latham, had 
got near to, and in some cases had 
passed, the point of what the traffic could 
not and would not bear, and traffics had 
permanently declined. This result was, 
perhaps, accentuated by the prevalent 
system of flat fares as distinct from our 
system based on distance. Flat fares had 
a restrictive effect on short-journey riding. 
It was the general view that the flat-fare 
system could not be abandoned, as the 
physical layout of American cities and 
the movement out into the outer city 
areas had been largely based on a fare 
system which was the same for short or 
long distances. 

There was an increasing trend toward 
the replacement of street cars, i.e., trams, 
by buses, despite the evolution of an 
efficient and comfortable car known as 
the P.C.C, car. Trolleybuses were not 
greatly favoured. It seemed that the area 
of operation was too small and that there 
were too many undertakings operating 
independently with little or no effective 
large-scale co-ordination or integration 

Opinions varied, but they were told 
that on the average 50 per cent. of the 
people used private cars to travel to work, 
while in Los Angeles the estimate was as 
high as 80 per cent. The figure for Lon- 
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don is estimated to be about 6 per cent. 


The gulf between these two estimates 
summed up, perhaps, the difference be- 
tween public passenger transport in 


England and that in the cities of North 
Amenica. Here it was an_ essential 
positive service for the public generally, 
whereas it would seem that in America 
it was becoming a service in default of 
other means of transport. 


irish Transport Bill Passes 
Second Stage 

Last week we summarised the 

otf Mr. D. Morrissey, Minister for In- 

dustry & Commerce, when moving the 

second reading of the Irish Transport Bill 


remarks 


in the Dail on October 26. The prin- 
cipal clauses of the Bill, designed to 
bring C.LE, and the Grand Canal Com- 


pany under public ownership, were dealt 


with in our October 21 issue. 
Mr. S. Lemass, former Minister for In- 
dustry & Commerce, in opening the de- 


bate on October 26, said that the Minister 
had not attempted to define the nature of 
the transport problems or relate them to 
the provisions of the Bill. Those prob- 
almost entirely in connection 
V operation, and they concerned 
t! difficulty of keeping the revenue 
secure from the sale of rail transport ser- 
vices in relation to rail operating costs. 

It was inability to solve that problem 
that caused the present financial diffi- 
culties of the G.N.R.(I.). 

The line taken by the Government at 
the end of last year further aggravated 
the position. The company was refused 
permission to raise freight rates and pas- 


ns arose 
vith rail 


senger charges even in relation to the 
ictual increase in costs. The important 
proposals in the Bill were those which 
were intended to secure the removal of 


ill the safeguards which in the past had 
been regarded as essential in the public 
interest against possible abuse of the 
monopoly. 

On the resumption of the debate on 
October 27, Mr. T. Derrig said that in 
all the circumstances the recent chairman 
of C.LE, could claim that he left the 
undertaking in a much better state than 
he found it. He did not get a reasonable 
opportunity under normal conditions to 
show what the plans he contemplated 
could produce. 

The only difference between the present 
scheme and the British nationalised 
scheme was that in England the Govern- 
ment took the responsibility of issuing 
general directives of policy. 

Mr. C. Lehane said that where it 
appeared that branch lines were un- 
economic, an attempt should be made, 
hefore authority was given to anyone to 
close them, to weigh the advantages of 
the railcar svstem as operated by the 
County Donegal and the Sligo, Leitrim 
& Northern Counties Railways. 

Mr. T. F.. O'Higgins said _ that 
nationalisation measures had to come. It 
vas made inevitable 20 years ago. He 
welcomed the abandonment of the 
schemes of capital expenditure which 
C.LE. was to undertake, and he hoped 
iat capital expenditure would be under- 
taken for the re-equipping of the rolling 


tock. 

Mr. R. Briscoe, 
day of the debate, 
no way nationalised 
did so. it would 
control of the 
vere handing 
plete control. 


speaking on the third 
said that the Bill in 
the railways. If it 
leave them under the 
House, but instead they 
over to the Board com- 
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a E. Childers said that one problem 
- Government would have to face was 
the fact that road tax did not increase in 
comparison with the cost of repairing 
roads. This gave the operators of heavy 
road vehicles some advantage over the rail- 
ways. The economies which Sir James 
Milne recommended would only amount to 
6 per cent. of the gross annual expenditure 
of the company. 

Mr. B. Maguire said he did not think 
the transport problem was approached in 
the right way, and suggested that for trans- 
port purposes the country should be 
divided into zones based on the ports. 

Mr. Morrissey, replying on the fourth 
day of the debate, said it was a case of 
a board dealing with approximately 
£18,000,000 and the livelihood of 22.000 
people considering capital projects without 
advice and without having it set out in 
writing whether it was a good thing to be 
done, or what it would cost. 

It was unfair to expect the new Board to 
provide an efficient and economical system 
if they insisted on the operation of services 
that could not be made economic and 
refused to let them — their charges in 
the face of competitio: He wis prepared 


to go a certain pig on the committee 
stage to remove fears about the branch 
lines. There was no intention at the 


moment to close these. 

The second stage of the Bill was passed 
by 74 votes to 59, and the committee 
was fixed for November 16. 


stage 


Staff & Labour Matters 


T.U.C. Policy on Wages Claim 

The T.U.C. special economic committee 
on November 2 is believed to have rejected 
a plan which would have meant an almost 
complete standstill in wages, including the 
suspension for a limited period of the 
sliding-scale adjustments connected with 
the cost of living. Leaders of the trade 
unions that are parties to agreements based 
on the cost of living told the committee 
that their members could not be expected 
to forgo their entitlements under these 
agreements. The 1,500,000 to 2,000,000 
workers concerned include iron and steel 
workers and a large number of unions 
with members in the building trades. 

Unions in the National Federation of 
Building Trade Operatives agreed last week 
to leave in abeyance an application which 
they were about to submit for an increase 
of 6d. an hour, but they insisted that their 
cost of living agreements must remain in 
force. 

If the decision of the special economic 


committee is confirmed by the T.U.C. 
General Council, unions such as_ the 
N.U.R. and the Confederation of Ship- 


building & Engineering Unions, who are 
pressing for a wages increase because of 
the increase in the cost of living, are not 
likely to exercise restraint in their wage 
demands if other workers get their sliding- 
scale cost of living adjustments. Leaders 
of unions with sliding-scale agreements 
have taken the line that it would destroy 
the wage systems in their industries and 
remove benefits for which many sacrifices 
have been made, if they accepted suspen- 
sion of the agreements. 

The suggestion that there should be a 
restraint in wage claims is not popular with 
those unions who contend that their lower- 
paid members are not earning enough for 
a reasonable standard of life. The N.U.R. 
aims are to improve the lot of the lower- 
paid men, whose minimum wage is 92s. 6d. 
a week, and also a minimum wage of £5 
a week. So far as railway shopmen are 
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concerned in conjunction with the Con- 
federation of Shipbuilding & Engineering 
Unions, the N.U.R. has already lodged a 
claim with the Railway Executive for a sub- 
stantial increase in pay and enhanced pay- 
ment for all time worked after noon on 
Saturdays, and the reply of the Railway 
Executive is awaited, 

The T.U.C. special economic committee 
presented its final report to the General 
Council on November 9. 

G.N.R.L.) Unemployment Proposal 

Proposals to enable 1,100 Great 
Northern Railway (Ireland) employees to 
contribute to and draw benefits from the 
Eire unemployment fund have been made 
by Mr. G, B. Howden, General Manager, 
to the Eire Minister for Social Welfare, 
Mr. William Norton. A _ special meet- 
ing in Dublin of the standing committee 
of G.N.R.(L.) emp! oyees decided to resist 
the proposal because it “constitutes a 
threat to the employment of the workers.” 
It was agreed that an immediate interview 
should be sought with Mr. Norton. 

Mr. Howden had stated in a letter that 
about 1,000 G.N.R.(I.) employees were 
exempt from unemployment. insurance 
contributions under a_ certificate of 
exemption of 1947, of which a condition 
was that none of the exempted workers 
should be dismissed while there were 
non-exempt workers of the same grade 
or class. It had been agreed, however, 
with the trade unions, that redundancy 
would be treated on seniority basis. 

“In view of the company’s present 
financial position and the reduction of 
services and activities that will be inevit- 
able in the months ahead,” he added, “it 
has unfortunately been necessary to in- 
form all members of the staff that the 
scope for employment will be limited in 


future.” While it was hoped that dis- 
missals would be confined mainly to 
workers reaching retiring age and to 


seasonal workers, the company were con- 
cerned about the certificate of exemption 
which “appears to be not fully applicable 
in the altered circumstances.” 

‘In the event of the Minister being 
of the opinion that the certificate of 
exemption should be cancelled.” said Mr. 
Howden, “I have to point out that the 
cost to the company of paying its share 
of the unemployment insurance con- 
tributions, apart from the contributions 
payable bv the staff themselves, would be 
about £2,850. To offset this additional 
expenditure it would be necessary to that 
extent further to curtail employment so 
as to keep this additional expenditure 
with'n the diminishing resources of the 
company. In any case a revision of the 
existing arrangements would require to be 
discussed with the trade unions.” 


Questions in Parliament 


Issue of “C” Licences 

Mr. Thomas Reid (Swindon—Lab.) on 
October 31 asked the Minister of Trans- 
port how many “C” licences for vehicles 
had been taken out before the war, in 
1948. and in 1949 to date. 

Mr. Alfred Barnes, in a written answer, 
stated: The last recorded pre-war figure 
of the number of vehicles authorised 
under “C” licences was 365.025 at June 
30, 1938. The net number of additional 
vehicles authorised under “C” licences 
issued during 1948 was 103,365 and, i 
the first nine months of 1949, 69,239. On 
December 31. 1948, and Sentember 30. 
1949, the total numbers of vehicles author- 
ised to operate under “C” licences were 
590.516 and 659,755, respectively. 
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Notes and News 


Junior Civil Engineer Required.— A 
junior civil engineer, between 25 and 30 
years of age. is required by a British rail- 
way operating in Chile and Bolivia. See 
Official Notices on page 575. 

Institute of Transport, Metropolitan 
Section.—The annual dinner of the Insti 
tute of Transport. Metropolitan Section 
will be held on November 24, at St 
Ermin’s. Caxton Street, London. S.W.1 


Institute of TranspOrt.—Sir Eustace 
Missenden, Chairman, Railway Executive, 
will read a paper entitled * Some Thoughts 
on Railway Motive Power” to the Insti 
tute of Transport, on November 21. The 
meeting will be held at the Jarvis Hall 
(R.1.B.A.), 66. Portland Place. London 
W.1 


Institution of Locomotive Engineers. 
On November 23, Mr. J. F. Alcock will 
read a paper on ~ Locomotive Limits and 
Fits,” before the Institution of Locomo 
tive Engineers. The meeting will be held 
at the Institution of Mechanical Engi 
neers, Storey’s Gate. St. James’s Park 
London. S.W.1, at 5.30 p.m 


L.M.R. Musical Hall.—The next music 
hall organised by the London Midland 
Region staff magazine Carry On, will be 
at St. Pancras Town Hall on November 15, 
and Mr. Jack Warner will be guest artist 
in the show, the proceeds of which are to 
go to the N.U.R. orphan fund Among 
the artists taking part will be Guard Jack 
Aaron. ventriloquist; Fireman Flintoff, 
baritone: Drivet Cooper magician: 
Shunter Miles. comic: and a troupe of 
dancers trained by Signalman Bill Hamby 


Transporting a Large Transformer. 
The photograph reproduced below shows 
the first 75-m.V.A. transformer to be 
built in the new B.T.H. heavy-plant fac- 
tory at Rugby. This transformer is one of 
three similar units ordered from. the 
British Thomson-Houston Co. Ltd. by 
Balfour Beatty & Co. Ltd. for installation 
in the B.E.A. generating station at Stay 
thorpe, near Newark. This factory has a 
main bay 500 ft. long by 90 ft. wide. in 
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cluding annexes and galleries which run 
the entire length of the building, and the 
total floor area is more than 125,000 
sq. ft. Outside the factory, new railway 
tracks have been laid to service the 
despatch bay, and on September 29 a 
12-axle wagon took away the first trans- 
former, which weighed 94 tons stripped 
for transport. 


G.W.R. (London) Dramatic Society.— 
The comedy * Quiet Weekend” is being 
presented by the G.W.R (London) 
Dramatic Society, at the Park Theatre. 
Hanwell, on Wednesday and Thursday, 
November 16 and 17, and at the Fortune 
Theatre on Saturday, November 19. The 
performances will commence at 7.15 p.m. 


in each Case 


North Western Branch of Engineers’ 
Guild.—At a meeting of professional en 
gineers in Manchester on October 28. 
convened by the Engineers’ Guild, 28, Vic- 
toria Street, London. S.W.1, it was agreed 
to establish a North Western branch with 
readquarters in Manchester. and a provi- 
sional committee was elected to deal with 
branch development. Mr. Robert Chal 
ners addressed the meeting and Brigadier 
C. CC. Parkman presided 








United Steel Companies Report.—lIn 
the statement issued with the annual re- 
port. the directors of the United Steel 
Companies emphasise the high level of 
production of steel. 2,042,000 tons. pig 
iron, 1.143.000 tons, and coke. 1.175.000 
tons, this being probably the first achieve 
ment by a British firm of over 2,000,000 


tons of steel in one yea Direct export. 


limited by Government regulation 
imounted to 7} per cent. of sales. A 
much larger proportion was exported in- 
directly, but this depends on various 


trades. including railway rolling stock. 
ships. electrical equipment. machinery. 
hardware. and chemicals. Gross income 
was £50,538,522, of which 60:25 per cent. 
was expended on raw materials, fuel, and 
services, 25-88 per cent. on wages, pen- 
sions, etc.. 3°87 per cent. on taxation, and 
only 1:14 per cent. on dividends The 
company had pursued its development 
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A large transformer on its way from the new B.T.H. works at Rugby to a 
B.E.A, power station (see paragraph above) 
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programme as rapidly as circumst 
allowed, and during the three years 
the end of the war, great progress 
been made, which was shown by the 
that over £10,000,000 had been spent. 
The annual genera! meeting will be { 
on November 16. 


Empty Coaches Derailed at Paddingiwn, 

Two lines were blocked when 
empty carriages were derailed at Pid 
dington Station. Western Region, on 
ember 2. A number of expresses 
delayed and several suburban trains 
celled. 


c 


Derailment at Bow Junction.—On 
ember 4 the 4.32 electric train of 
coaches from Gidea Park to Live; 
Street, Eastern Region, came to a sta 
Bow Junction, because of a power fa 
Iwo coaches of a following steam 
in an attempt to move the electric 
Wecame derailed, blocking the up i 
down electric lines and the up main 
For some time, up trains Were termi | 
at Stratford. 


International Railways of Central 
America Loss.—The board of directo f 
International Railways of Central Amc 
has announced that due to recent u 
cedented torrential rains and flood 
Guatemala, the company is expected 
suffer financially from two to three 
lion dollars from loss of revenue d 
property damage. It is too early to 
at any exact estimate of the losses 


necessary reserves 


British Electric Traction Company 
The directors of the British Electric I 
tion Co. Ltd. propose to capit 
{1.581.504 of the amount standing t 
credit of the capital reserves and to d 
tribute that sum as a Capital bonus 
amongst the deferred stockholders in t 
form of deferred ordinary stock and 
the ratio of £2 of the new stock for e 
fl of deferred stock now held. I 
amount of the proposed distributio 
happens to be approximately equal to t 
capital surpluses which have accrued 
are estimated to accrue to the compa 
as a result of the compulsory acquisiti 
of the electricity supply and gas und 
takings. This proposal will be considered 
at an extraordinary general meeting o 
December 15 


Railway Freight Rebates Scheme Re- 
view.—The Transport Tribunal will sit 
10.30 a.m. on November 23, at the Officc 
of the Tribunal, Wellington House, 125 
130, Strand, London, W.C.2, to review 
the operation of the Railway Freight 
Rebates Scheme for the year ended 
September 30, 1949 Any organisation 
desirous of being heard before t 
Tribunal on the review must lodge 
notice of such desire at the Office of tl 
Registrar at Wellington House. Strand 
on or before November 17 next. 


Transport Pageant at Lord Mayor's 
Show.—A_ pageant depicting — transport 
through the ages was the central feature 
of the Lord Mayor's Show held in 
London on Wednesday. November 9 
Arranged in sections, it told the story of 
the development of manual, horse, wate! 
railway, road, military, and air transport 
The rail section, on British Railways 
trailers, included a full-size model of 
Stephenson’s Rocket followed by large 
colour posters of modern steam, electric 
diesel, and gas-turbine locomotives to 
show the progress in motive power. Othe! 
railway exhibits. in the military section 
were workshop train generator and 
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R LWAY STORE METHODS. By W. H. Jarvis. 
jreat ~Western Railway The necessity for 
officers—Organisation of stores department 
S s accounts. Cloth 74 in. by 5 in 116 pp. 
SS jiagrams. 4s. By post 4s. 3d The Railway 
te, 33, Tothill Street, London, S.W.1. 


B (ISH WORK ON PERSIAN RAILWAYS 

> The achievements and difficulties of the R.Es 

d g the 15 months in which they laid the foun- 

di 1 for effective aid to Russia Reprinted from 

The Railway Gazette, February 2 and 16, 1945 

P Is Post free 1s. 2d The Railway Gazette 
ythill Street, London, S.W.1 
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J‘ NIOR CIVIL ENGINEER required for Britisi 
a . 

Railway Company operating Chile and Bolivia 
Candidates should have passed Sections (a) and (b) 
of Institute of Civil Engineers examination, and have 
had some experience in maintenance and cor - 
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tion of track work, bridges and buildings 
about 25/30 years, single Commencing sale 
this appointment £600, rising to +750 p.a with 





possibilities of promotion Free Quarters, passag 


allowances, etc provided Applications with full 
particulars of qualifications and experience ad 
copies of any testimonials held.—Write to Box 3126 
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R AILWAY MAINTENANCI PROBLEMS By 
H. A. Hull (ate District Engineer, L.M.S.R.) 
Valuable information With much sound advice 
ipon the upkeep of permanent way. Cloth. 84 in. 
5} in 82 pp. Diagrams. ‘Ss. By post 5s. 3d 


by 5} 2 
The Railway Gazette, Tothill Street, Loudon, 
S.W.1 
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Institute for Executives in 
ocal Railway and 


Transport service (Adminis- 
trauve and Technical—Fellows (F.Inst.Ex.O.—t.Inst 
Ex.E.) and Associates (A.Inst.Ex.O A.Inst.Ex.E.)). 
Particulars regarding admission and membership on 


request from The Secretary 241, Bristol Road, 

Birmingham, § 

THE EVOLUTION OF RAILWAYS. Second 
edition, revised and enlarged. By Charles E. 

Lee Traces the germ of railways back to Baby- 


lonian times. Cloth. 8} in. by 5} in. 72 pp. Llus- 
trated. 6s By post 6s. 4d. The Railway Gazette, 
33, Tothill Street, London, S.W.1 


THE FIRST PASSENGER RAILWAY By 
Charles E ce. A history of the Swansea & 
Mumbles Railway, which extends over 136 years. 


Cloth 8; in. by 54 in 91 pp Illustrated. 5s. 
By post 5s. 3d The Railway Gazette, 33, Tothill 
Street, London, S.W.1 








ine vans. Early London horse-drawn 


mechanical buses were among the 
enger cars and commercial vehicles 
) ew in the road section 
Spanish Electric Train Accident. 
\vency reports from Madrid state that 14 
p ys were killed and more than 20 
injured when two electric trains were In 
sion between Las Matas and Las 
Rozas. near Madrid. on November 
1.M.R. Dramatic Society —From Noy 
er 3 to 5, at the Rudolf Steine 
Theatre. London, the London Midland 
Rezion (London) Dramatic Society gave 
t performances of the comedy ~* The 
Blue Goose.” a three-act play by Pete 
Blackmore, centred round the social life 
1d local politics of seaside town. The 


icting was of a high standard, with little 
trace of nervousness on the opening night. 
nd the portrayal by Doris Humphries 
ind Margaret Kirby of the ambitious wife 
ind elder daughter of the borough trea- 
surer were specially convincing. The play 
was produced by Mr. Jack Pegg 


Steel Output Record Again Broken.— 
ing each month of 1949 the steel in 
y has improved on its corresponding 
of production for 1948. For the 
nonth of October output was at an 
innual rate of 15,959,000 tons as com- 
pared with the previous rate for 
Wctober of 15.455,000 tons last year 
Total steel production in the first ten 
months oft 1949 amounted to 
2.814.000 tons compared with 12,253,000 
for the same period last yea Pig-iron 
production for October was at an annual 
rate of 9.565.000 tons as compared with 
9,525,000 tons for the month of 
1948 
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Institute of Transport: Metropolitan 
Section.—The annual meeting of 
the Metropolitan Section of the Institute 
of Transport was held at 80, Portland 
Place, W.1, on November The second 
annual report was presented and showed 
that eight members had obtained awards 


general 


and prizes and that membership now 
totalled 2,146. A paper was \read by 
Brigadier A. E. M. Walter, C.B.E., out- 


lining the post-war problems of transport 
in Western Europe. He said that by the 
end of 1948 it was generally true that the 
transport agencies were sufficiently re- 
stored to be able to carry all the traffic 
offering. There was a combination of 
restoration and greater efficiency, and 
considerable strides had been made in the 
standardisation of equipment by inter- 
national action. All new wagons built in 
Western Europe after July, 1949, were 
being built to new standard designs agreed 
internationally. In connection with road 


transport, while there was uncertainty as 
to whether freedom of transport would be 
continued, operators were naturally loath 
to invest in. and build up, international 
traffic which might be shut off at any 


moment. 


Pakistan Railway Organisation.—In the 
article of this tithe in our August 19 issue, 
the gross earnings of the North Western 
Railway were shown as Rs. 24,000,000 
This figure should be Rs. 240.000,000. 


H. W. Kearns & Co, Ltd. Swedish 
Agency. The directors of H. W. Kearns 
& Co. Ltd., Broadheath. Manchester, an- 
nounce that Mr. Gunnar Bonthron has 
been appointed sole representative of the 
firm in Sweden. Mr. Bonthron. formerly 
of Aktiebolaget Lunden & Bonthron, has 


now joined Maskinfirma Sigurd Erixon, 
Regeringagatan 74, Stockholm, and the 
latter firm will now deal with all matters 


connected service of 


with the sales and 
Kearns machine t 


ools in Sweden 


Scottish Motor Show Exhibits —Among 
the exhibits at the Scottish Motor Show, 
which opens in the Kelvin Hall, Glasgow 
today, and will remain open until Novem- 
ber 19, are three vehicles built by Albion 
Motors, Limited. One of these is a Clans- 
man 5 cu. yd. hydraulic and tipping 
wagon as supplied to the National Coal 
Board and there ts also a Chieftain 6}-ton 
lorry shown in chassis form. The third 
exhibit on this stand is a Victor oil-engine 
vehicle with sliding roof and 


passengers. 


passengel 
seating for 32 

Reopening of Great Northern Station 
Hotel at Peterborough. he Hotels 


Executive, British Transport, states that 
the Great Northern Station Hotel. Peter- 
borough, which has been closed as an 


hotel since the beginning of the war, will 
be reopened on November 16. This hotel, 
which adjoins Peterborough North 
Station, has been modernised, refurnished, 
and redecorated throughout. There are 
30 bedrooms, dining room, and _ two 
lounges, and an attractive bar. There is 
central heating throughout and hot and 
cold running water in all bedrooms. The 
garage will accommodate 40 cars. 


Commemoration Service at Paddington 
Station.—A short service of commemora- 
tion for members of the staff of the 
former Great Western Railway Company 
who gave their lives in the recent war 
is to take place opposite the war memorial 
on No. 1 platform at Paddington Station 
at Il a.m. today (November 11). The 
inscriptions on the memorial, which have 
been appropriately altered to include the 
1939-45 war. will be unveiled by Sir 
James Milne, formerly General Manager, 
G.W.R., during the service, which is being 


conducted by the Vicar of Paddington and 
attended by the Chief Regional Officer 
and departmental officers, with their 
assistants, representatives of the Em- 
ployees’ Side of the Sectional Councils 
and Works Line Committees, and others. 

Agreed Charges.—-Applications for the 
upproval of 83 further agreed charges 
under the provisions of section 37 of the 


Road & Rail Traffic Act, 1933, have been 


4 
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lodged with the ‘Transport Tribunal. 
Notices o* objection must be lodged on 
or before November 15 next. 

British Institute of Management.—At 


the plenary sessions of the British Institute 
of Management Harrogate Conference, 
there will be a debate on November 17 on 
the subject Are there adequate incentives 
for management in the weifare state? ”; 
the speakers will be Messrs. F. A. Cobb, 
R. Crossman, E. Marples, and W. Fletcher. 
and the chairman will be Sir Andrew 
McFadyean. On November 19, Mr. J. J. 
Mallon will read a paper on “ Industry 
ind a Minimum Wage,” under the chair- 
manship of Lt.-Colonel L, Urwick. At the 
sectional meeting on November 18. the 


Chairman will be Lt.-Colonel L. Urwick. 
when Mr. [. J. Pitman will speak 
on: “Does managerial efficiency in 


nationalised undertakings require special 
mechanisms, and. if so, what form should 
these take? ” 


New Ocean Liner Passenger Terminal 
at Southampton.—The new passenger ter- 
minal under construction by British Rail- 
Ways at Ocean Dock, Southampton, 
Southern Region. at a cost of £750,000. is 
expected to be completed in time to 
handle tourist traffic from U.S.A. next 
summer. The principal ships to use the 
terminal will be the Cunard White Star 
liners Queen Mary and Queen Elizabeth. 
The three-storey building will be 1.295 ft. 


long and 123 ft. wide, and will include 
passenger and baggage lifts, passenger 
escalators and baggage conveyors. Three 


power-operated, telescopic, twin gangways 
between the first floor and a ship lying 
alongside will give direct access from the 
ship to the waiting rooms and customs 
examination hall. To foster tourist traffic, 
a model of the terminal will be exhibited 
in New York and other cities of U.S.A. 


Glasgow Buchanan Street Centenary.— 
The Glasgow Buchanan Street terminus of 
the Caledonian Railway was opened for 
traffic on November 1, 1849, two years 
after the Caledonian Railway (Garnkirk 
Station) Act authorising a new line from 
Milton Junction on the Glasgow, Garn- 
kirk & Coatbridge Railway to the pre- 
sent site, with a tunnel under Broomhill 
passing under the Forth & Clyde Canal 
and over the tunnel of the then Edin- 
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burgh & Glasgow Railway between Queen 
Street and Cowlairs. Until Glasgow Cen- 
tral Station was opened 30 years later, all 


Caledonian passenger traffic with the 
South was concentrated at Buchanan 
Street. It was not until 1870, five years 


after the amalgamation of the Caledonian 
and Scottish Central Railways, that Cale- 
donian passenger trains to and from Stir- 
ling and the North were diverted from 
Queen Street to Buchanan Street. which 
remains the terminus of their Scottish 
Region successors (except for certain 
Oban trains in the summer of 1949. as 
recorded in The Railway Gazette of June 
17). The station was enlarged and altered 


in 1869 and later years; the last of the 
old timber roof dating from 1849 was 
removed during extensive improvements 
in 1937. 


Forthcoming Meetings 


November 11 (Fri.).—Institution of 
Mechanical Engineers, Storey’s Gate 
St. James's Park, London, S.W.1, at 
5.30 p.m. “The Engineering Implica- 
tions and Economics of Surface Pre- 


paration of Mild Steel Prior to Fabri- 


cation,” by Mr. W. A. Johnson. 

November 11 (Fri.).—Institution of Rail- 
way Signal Engineers, in the London 
[fransport Executive Signal School, 
Earls Court Station, at 6.15 p.m 
‘Principles of Interlocking,” by Mr 
W. H. Such. 

November 12 (Sat.)—Permanent Way 
Institution, Manchester & Liverpool 
Section, in St. John Ambulance 


Brigade H.Q., Chapel Walk, Preston, 


at 2.30 p.m. “Track Circuiting,” by 
Mr. V. Mitchell. 

November 12 (Sat).—British Railways, 
Southern Region, Lecture & Debating 
Society. Visit to Kingston power! 
station. 

November 15 (Tue.).—lInstitution of Civil 
Engineers, Great George Street, Lon- 
don, S.W.1. at 5.30 p.m. Informal 
discussion on pre-stressed concrete. 
Introducers: Messers. F. Webster, 
A. J. Harris. 

November 17 (Thu.).—Diesel Engine 
Users Association, at Caxton Hall, 
Westminster, S.W.1, at 2.30 p.m. 
‘Plain Bearings—Material Design 
and Operation,’ by Mr. P. 17 
Holligan. 

November 17 (Thu.).—Institution of Civil 
Engineers, joint meeting with British 
Section of Société des Ingénieurs 
Civils de France, at Great George 
Street, London, S.W.1, at 5.30 p.m. 
* Pre-Stressed Concrete Principles 
and Applications,’ by Mr. E. 
Freyssinet. 

November 17 (Thu.).—British Railways, 


Western Region, London Lecture & 
Debating Society, at the Clerks’ Din- 
ing Club, Bishop's Bridge Road, Pad- 


dington, at 5.45 p.m. “The Use of 
Statistics in the Measurement of Effi- 
ciency of Transport,” by Mr. B. 


Smallpeice, Director of Costs & Statis- 
tics, British Transport Commission. 
November 18 (Fri.).—Railway Club, 57 

Fetter Lane, London, E.C.4, at 7 p.m 
‘Railways and Parliament,” by Mr. 
S. C. Hawtrey. < . 
November 18 (Fri.).—Carlisle & District 
Transport Club, at the County Hotel, 
Carlisle, at 7.30 p.m. “ The Can: ida 
of Today,” by Mr. F. J. Gemme!! 
Smith, Public Relations Representative. 
Canadian National Railways. 
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Railway Stock Market 

Another fall in British Funds has been Leopoldina Terminal 5 per cent, de en- 
the dominating factor in stock markets, tures were 102 and the ordinary ‘nits 
prices in nearly all sections losing some 2s. 7$d. Great Western of Brazil £10 
ground, moderate selling having a dispro- shares changed hands around 136s. 7!d 
portionate influence because buyers are and San Paulo 10s. units turned firme: at 
showing great caution. The renewed fall 14s. 
in British Funds was due mainly to in- In other directions Antofagasta di 
creased interest rates announced by the mary and preference were 74 and 40 
Agricultural Mortgage Corporation. respectively and Brazil Rail gold ids 

rhis latest move tends to increase the firm at 44}. Central Uruguay have »cen 
view that a rise in the Bank rate is not steady at 10$, while Manila “A” deben- 
improbable early next year with present tures were 85 with the preference s}:ires 
trends, The fall was largely confined to 7s. 6d. Nitrate Rails strengthened to 75s 
long and medium-dated stocks, and the In other directions La Guaira Caricas 
nationalisation group suffered most, 3 per changed hands around 22} and the 4 per 
cent. Transport (1978-88) reaching a new cent. debentures at 644. Quebec Cent 
low level of 86%, while 3 per cent. Gas at capital stock has changed hands up t» [15 
85; was also at its lowest since dealings and the 4 per cent, first debentures 4 
began. On the other hand, short-dated Algoma Central debentures were de: n 
stocks have been firm, helped by the view around 145, 
that holders of 13 per cent. Exchequer Road Transport shares have been s 
Bonds. which fall to be repaid in Feb- with Southdown at 123s. 9d. Lan re 
ruary next, may be offered conversion Transport 79s, 6d.. and West Riding 70s 
into a new “tap” loan. Industrial shares B.E.T. deferred stock, after its initi se 
were dull and moderately lower on on the 200 per cent. scrip bonus VS 
balance. encountered profit-taking and fell b to 

There was not a great deal of business £1,490. Scottish Motor Traction 
in foreign rails and the main feature was been easier at 80s. 
a demand for dollar stocks, which reflects Iron and steel shares attracted re 
one of the bright features of markets. attention and showed moderate 1S 
Dollar stocks, and, indeed, securities of Vickers being 25s. 14d., Hadfields 25s 3d. 
many companies domiciled overseas, are Stewarts and Lloyds 52s. 6d.. and Un ted 
receiving more attention as a hedge against teel 25s. 6d. 
inflation and the prospect of even higher Shares of companies scheduled fo 
taxation at home. nationalisation are attracting better 

Canadian Pacifics have been promi- demand, because it is assumed th if 
nent with an advance to 26{%, while’ nationalisation of these undertakin is 
National of Mexico 4} per cent. bonds not put into effect, prices would probably 
moved up to 18}, and Mexican Cen- go above current levels, Moreover is 
tral “A” debentures were 27. United of pointed out that if nationalisation re 
Havana fell as much as four points at one enforced, the shares would be worth 
time on the announcement that the out- their take-over levels, and current market 
come of the takeover negotiations will prices are now well below the latte 
not be decided yet. The 1906 debentures Furthermore, in the event of natior 
which came back from 284 to 24 have, sation, the shares would be exchanged 
however, since shown a partial rally into British Steel stock, and __ the 
to 254. prices at which the latter would be issued 

Leopoldina Railway stocks have been would have to be in line with general 
uncertain and were generally lower on conditions in the gilt-edged market at the 


balance. Buyers were holding off until the 
d'rectors announced the projected share- 
out terms for the different stocks when 
the money has been received from Brazil 


time of the exchange. 
Shares of locomotive builders and engi- 
neers were steadier. with Beyer 


Hi Peacock at 
19s.. North British Locomotive bette 


The ordinary stock has changed hands 19s, 7$d., Vulcan Foundry 18s. 3d., Glou 
slightly below 9, with the preference 274. cester Wagon Sls, xd.. T. W. Ward 
the 4 per cent. debentures back to 883, 54s. 6d. xd., and Wagon Repairs 5s. shires 
and the 64 per cent. debentures 1284. 17s. 
Traffic Table of Overseas and Foreign Railways 
Traffics for week $ Aggregate traffics to d sual 
Miles Week | 2 Total 
Railways open ended Total Inc. or dec. i) Increase 
compared 0 decrease 
this year | Wiech 1947/48 | Z 1948/49 
8 £ £ f 
= Antofagasta... 811 30.10.49 77,820 14,390 43 2,879,490 + 483,310 
2 (Costa Rica ... 281  Sept., 1949 30,929 3,154 13 102.621 — 8.998 
< | Dorada 70 Sept., 1949 29,403 + 1,529 39 265,030 + 24,545 
— | Inter. Ctl. Amer. 794 Aug., 1949 $1,023,467 + $26,568 35 $8,601,268 — $568.35! 
© | La Guaira 222 Oct., 1949 $91,504 $18,157 43 $1,058,982 + $10,465 
< { Nitrate - 382 31.10.49 25,806 12.404 43 384,832 + 125.836€ 
& | Paraguay Cent. 274 28.10.49 144,650 @56,052 17 £2,453.925 + %729.600 
Peru Corp. 1,059 Aug., i949 246,670 74,521 9 473,214 + 122,033 
® | salvador 100 July, 1949 ¢92,000 <7,000 4 ©92,000 |-+ 7,000 
S \ Talal % 154 Sept., 1949 9,295 4 950 13 29,200 |+ 5,440 
3 ‘United of Havana 1,301 1 1.6.49 $231,311 + $14,746 49 $13,733,928 — $4,659,951 
8 
£ f Canadian National + 23,473 Sept., 1949 14,914,000 + 299,666 39 121,848,000 + 3,665,333 
‘| Canadian Pacific +... 17,037 Sept., 1949 10,784,666 548,333 39 89,239,000 + 4,043,333 
re) \ 
( Barsi Light* 167 Sept., 1949 23,640 + 3,285 25 179,107 + 24,015 
Egyptian Delta 607 30.9.49 18,220 — 991 26 326,967 1,764 
% } Gold Coast 536 = Sept., 1949 205,654 + 39,977 27 1,398,009 + 213,885 
©+ Mid. of W. Australia 277 Aug., 1949 28,838 + 168 9 49,700 2.957 
S | Nigeria | 1,900 July, 1949 489,380 — 15,057 16 1,771,747 — 24,882 
> | South Africa . 13,347 15.10.49 1,563,979 + 225,804 28 42,000,730 + 4,389 377 
Victoria 4,744 July, 1949 987,736 320,973 4 


* Receipts are calculated @ Is. 6d. to the rupee 


+ Calculated at $3 tof! 





